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GOODYEAR’S NEW 1940 


YKL 


No other tire in the world 
has all these improvements: 


1— RAYOTWIST CORD spun from 


rayon — unequaled in heat and 
fatigue resistance. 


2—NEW TREAD DESIGN 


DEEPER NON-SKID — 13% 
deeper for longer wear and traction. 














FLATTER TREAD of tougher 
rubber; 12%% more road contact 
for slower wear. 


NEW, TOUGHER, LONGER- 
WEARING TREAD COMPOUND 












CENTER TRACTION — grip in 
the center of the tread where most 
needed. 


DOUBLE SHOULDER RIBS for 


slower, more even wear; 








easier 
steering. 


3— MULTIPLE COMPOUNDING 
provides stronger bond between 
body and tread; prevents sepa- 
ration. Greater resilience — easier 
riding. 





Pit on the new YKL and watch 
your troubles vanish as your 
mileage jumps! 
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Now comes THE 
~ FINESTTRUCKTIRE ; 


that ever rolled the road ! 


— revolutionary in construction from 
bead to tread — a perfectly-balanced, 
cooler-running, longer-wearing wonder 
that smashes all records for LONG 
TROUBLE-FREE SERVICE on fast, long- 
distance truck and bus operations. 
. * 6 
N this magnificent new 1940 YKL Goodyear 
presents a truck tire that totally eclipses any- 
thing now on the road in all-round ability. 


Its truly de luxe performance results—not from 
just one or two refinements—but from revolution- 
ary engineering advances in bead, body and tread 
that make it stand out on every count. 


BUILT WITH RAYOTWIST 


Like its famous predecessor, it has a body of 
Rayotwist cord—spun from rayon—for maximum 
resistance to heat and fatigue. But in this new 
YKL we secure a far stronger bond between cords 
and rubber by a new principle of “Multiple Com- 
pounding.” 






THE GREATEST NAME 


>” KL, Rayotwist —T.M.’ 








It is further fortified by dual beads—by a thicker, 
tougher tread of new design for longer wear. 


In any fast, long-distance trucking this new YKL 
will give you LONGER TROUBLE-FREE SERV- 
ICE than any tire you’ve ever used—and by 
trouble-free we mean far greater immunity from 
ANY hazard that may now be causing your tires 
to “give out” before they’re worn out! 


LONGER TREAD WEAR 


On the test fleet under aggravated conditions this 
new 1940 YKL averaged longer tread wear than 
even previous YKL’s which set new high mileage 
records in truck and bus operations. 


Yes, the YKL costs a little more. But you get a 
perfectly balanced tire unapproachable in heat, 
fatigue and bruise resistance—one that delivers 
the full plus-mileage built into it and then gives 
further service with recaps—a _ cool-running, 
trouble-free, long-distance marvel that costs you 
least per mile! 


IN RUBBER 





s The Goodyear Tire & Rubber Company 


MORE TONS ARE HAULED ON GOODYEAR TRUCK TIRES THAN ON ANY OTHER KIND 
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ON ERRICHENT SERVICE 


Put in your bid for those rush orders that demand fast service 
and immediate delivery! Then ship via Precision Transportation— 
the Norfolk and Western Railway's unexcelled freight service 
between the Midwest and the Virginias and Carolinas and be- 
tween the North and South—not merely to meet the deadline but 
to beat it! You will find the Norfolk and Western service well 
planned and coordinated to render every assistance in the prompt 
dispatch, rapid transit, and safe delivery of your shipments. Make 
your bid for satisfied customers now by getting acquainted with 
this modern transportation service. Call or write any represen- 
tative of the railway’s Freight Traffic Department for complete 
information regarding rates, routes and schedules ... and for 
assistance in the solution of any shipping problem. 


CINCINNATL 3 
OHIO G ,ae°" RICHMOND. 
VA. 
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PRECISION TRANSPORTATION 
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SERVING MERIDIAN 
ae “The Center City of the South’’ 


The slogan which Meridian, Mississippi, has adopted is 
indicative of its strategic location as a point of distribution. 
Five railroads, The Gulf, Mobile and Northern, the Illinois 
uasivenaseeenteemeti Central, the Meridian & Bigbee River, the Mobile and Ohio, 
and the Southern radiate from Meridian to give it access to 
a large trade area and to important manufacturing centers. 
As a result of this, Meridian has 49 wholesale distributors 
and 40 manufacturing plants, including lumber and veneer 
mills, knitting mills, cotton oil mills, fertilizer factories, 
feed and grain mills, a brick plant and a dairy products 
plant. 


erkms mMGHAM 


-— —s * This city offers excellent locations for manufacturers 
| ag ero utilizing agricultural products and natural resources of this 
| territory or for branch houses for distribution of manufac- 


tured products. 


We will be glad to furnish detailed information at your 
request. 


L. A. TIBOR, Traffic Manager 
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An independent national journal of transportation; a working tool for traffic men 
Rail —Water— Motor Vehicle—Air— Material Handling and Distribution 
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Number 11 





Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
servigé that will justify employing them. 


// A JOB DONE FOR THE RAILROADS 


ARET GARRETT and the Saturday Evening Pos 
in the September 9 number of which he has an 
article entitled, ‘Peace on the Rails,” have done a signal 
service in showing up to the public the rotten rules and 
working agreements under which railroad management 
and labor operate and the millions of dollars lost 
through payment for work not done, as well as other 
injustices, such as the reinstatement of employes fired 
for intoxication, the National Railroad Adjustment 
Board being the judge. As he points out, the railroads 
could legally resist the findings if they wished to do so, 
but they refrain from fear of strikes. 
Not only do they refrain from fighting these in- 










justices, but they even refrain from making them pub- 
lic. It remains for one utterly disinterested, except from 
the point of view of a “good story,” to do the job for 
them. Mr. Garrett ought to be put on the railroads’ 
public relations gang—but, on second thought, he ought 
not, for, if he were there, he would not be permitted 
to expose the facts. It might make the employes angry! 


TRANSPORTATION COORDINATION 


EARLY everybody who talks about the transporta- 
tion situation with a view to suggesting means of 
improving it, says something about “coordination” as 
the cure. What they visualize is a situation under which 
trucks will carry the freight that can be most eco- 
nomically and efficiently handled by them, and the 
railroads will carry the traffic that they can most effi- 
ciently and economically handle, to the end that we 
shall have a more efficient transportation system, con- 
ducted with fairness to all and with a corresponding 
reduction in wasteful competition and increase in earn- 
ings and profits. 

This, of course, is a solution devoutly to be desired, 
but the trouble with most of those who suggest it is 
that they merely wish for it without proposing any 
definite method of bringing it about. It is just one of 
those things like peace, and the continuance of private 
enterprise, and a lot of others that people “advocate” 
and hope for without any idea as to how to bring them 
about or maintain them. 

It seems to us that, as a prerequisite for any such 
considerations, there must be a determination as to 
whether, under the present system, the trucks are 
favored by “subsidy,” direct or indirect. One reads and 

ears the results of “surveys” conducted by the motor 
port or the automobile industry, on the one hand, 
in which it is conclusively shown that the trucks pay 
even more than they should pay for their use of the 
highways, and, on the other, equally convincing propa- 
ganda emanating from the railroads proving that they 
are unfairly dealt with because the trucks have a “sub- 
sidy,” in that they do not pay enough. 

What should be done, as we have been saying for 
years, is to set up an authoritative, competent, and 
unbiased commission to study this matter and settle it. 
If it is to be “settled,” of course, the study must be 
made and the verdict rendered under government 
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auspices. The principle that should underly such an 
investigation is that the trucks should have no unfair 
advantage over their competitors, the railroads; that 
the latter have to pay for their roadway and its main- 
tenance and that the truck carriers should not have 
theirs furnished to them in any part by the public; that 
they should pay a fair rental for their use of public 
property as a place of doing business. Some principle 
of assessing that rental should be decided on. Then it 
should be determined whether the trucks are paying 
enough, or too much, or too little, and whether what 
they pay is properly allocated among the several types 
of motor carrier. These things determined, a proper 
system of payment for the use of the highways and of 
motor truck regulation should be set up. 


To be sure, national adjustment of these things 
would not end the matter, for the reason that the sev- 
eral states still would have jurisdiction over purely in- 
trastate operations, and they vary greatly in their 
methods of applying it. It would be part of the job to 
bring the various state regulations into harmony. That 
is some job, but uniformity of state legislation has been 
accomplished in other businesses. It is not impossible 
in transportation. 

From then on “coordination” would be, if not easy, 
at least a lot less difficult. It would come about natural- 
ly, in great degree. If trucks and railroads were operat- 
ing under conditions that were fairly fixed as to what 
the trucks should pay for their use of the highways, 
and the system of regulation were also so fixed, they 
would, like it or not, know with just what they had to 
deal and, in many cases, would see their interests to lie 
in joint operations. If business genius and enterprise is 
not entirely dead, there would be opportunity for some 
individual or group to bring about coordination gen- 
erally. 

Certainly, the outstanding need of the day in trans- 
portation is a situation in which both railroads and 
trucks will carry the freight to which they are justly 
entitled under fair conditions of competition and regu- 
lation. If that be the need, then there ought to be some- 
body competent to work out a plan. It will never be 
achieved by calling names, arguing about trifles, and 
refusing to recognize facts. It can be achieved if truck 
transport will recognize the fact that we need the rail- 
roads and that, in order to keep them in private opera- 
tion, they must be allowed to operate under fair con- 
ditions; if rail transport will recognize the fact that the 
trucks have come to stay and that they serve a useful 
purpose, insisting only that they have no unfair ad- 
vantage; and if the public and those who buy trans- 
portation will recognize that present conditions are 
causing woeful waste for which they pay. 

Of course, what we have said applies to busses as 
well as to commercial trucks. Of course, also, it ap- 
plies to inland waterway transport, but, in the latter 
case, there is no occasion for investigation as to whether 
the water carriers are subsidized. It is patent that they 
are. They use free, in competition with both the rails 
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and the trucks, waterways that, to be sure, were orig- 
inally provided by nature, but that are deepened and 
maintained at the expense of the public—including the 
trucks and the railroads—to enable them to grab part 
of the traffic—and they pay nothing for their use of 
this public property. They are a plain graft. Included 
in the verdict of the government commission we sug- 
gest would, of course, be a provision that they should 
pay adequately for what they get and should be regy- 
lated as trucks and railroads are regulated. And, most 
certainly, the government itself should get out of the 
river transport business. It offers unfair competition 
even to private water carriers. 


RAILROADS AND WAR 


N SEPTEMBER 1, J. J. Pelley, president of the 
Association of American Railroads, after a call 

at the White House, where he talked with Colonel Wat- 
son, one of the President’s secretaries, announced to the 
press that the railroad industry was ready for any 
emergency that might grow out of the war situation 
in Europe. 

On September 2, the Railway Age, railroad organ, 
edited by the man who is employed by the western 
railroads to conduct their “public relations,” announced 
in an editorial that the railroads were “not ready for 
war even if the United States stays out,” asserting that 
the Association of American Railroads should ‘“imme- 
diately and forcibly bring to the attention of the Presi- 
dent, members of Congress, and the American people, 
the railway situation now existing, principally because 
of past and present government policies, and should 
urge that there be no more postponement than is ab- 
solutely necessary of thorough and competent con- 
sideration and action regarding what the railroads need 
and must have if they are to play their part, if and 
when war comes.” 


We are not especially interested in this disagree- 
ment as to what the railroads do or do not need and 
the way in which it is exhibited to the public, but we 
are interested in the question dealt with. 

The Railway Age shows that, in 1916, there was 
an increased demand of 19 per cent on the railroads 
in this country, due to foreign war conditions. After 
the United States entered the war, the increase was 
even greater—forty-two per cent more than in 1914. 

Well, last May, M. J. Gormley, executive assistant, 
Association of American Railroads, gave out figures to 
show that our railroads, with their present equipment, 
could handle from 25 to 30 per cent more traffic than 
they were handling. These figures are now confirmed 
by Mr. Pelley. That ought to take care of increased 
war demands, if the United States stays out of the 
fight, and even if we get into it, for that matter, con- 
sidering that we now have a large and efficient truck 
transportation machine that we did not have in 1917 
and 1918. 

Are these figures satisfactory to Mr. Pelley and 

(Continued on page 534) 
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Current Topics in 
Washington 





All things in Washington this week, 
even domestic politics, revolved around 
war or sprang from war or war talk. 
Much of it was like 1914. But there was 
one thing the like of which had never 
taken place before, so far as the oldest 
inhabitant knew—a comparison of neutrality proclamations. 

In 1914 President Wilson, in his proclamation adjured the 
American people to be neutral “in word, thought, and deed.” 

President Roosevelt, in the fifth “whereas” of his proclama- 
tion of neutrality, under the law of nations, says: “The laws and 
treaties of the United States, without interfering with the free 
expression of opinion and sympathy, nevertheless, impose upon 
all persons who may be within their territory and jurisdiction 
the duty of impartial neutrality during the existence of the 
contest.” 

The President was not sure, when asked about that 
“whereas,” whether it differed from other neutrality proclama- 
tions. The point did not seem to impress him. Some who dug 
into files of neutrality proclamations insisted that the idea of 
free expression of opinion was in at least one or more of them. 
Their ideas was that President Wilson’s 1914 production was 
the only one commanding the impossible—neutrality in thought. 


Styles in Neutral- 
ity Proclamations 
Also Change 





It is, of course, only a coinci- 
dence that the 1914-1918 world 
war brought about the establish- 
ment, with government money, of 
the federal barge line and that 
the promise of another saw the 
Commission almost buried in an avalanche of briefs about the 
basis to be used in the making of joint rates, if any, between 
barge lines and the railroads. A pessimist might be pardoned 
if he wondered what phase of the rate problem would be coin- 
cident with the next world war, assuming that what is under 
way becomes a world war. Perhaps it will not be counted a 
world war unless the United States takes part in it. 

Perhaps, in the thousands of pages that go to make up the 
briefs in the barge-rail differential case, it has been suggested, 
the general idea is that, in a joint undertaking, which is what a 
joint rate signifies, each partner is benefited. Were some his- 
torian to run it down, it is suspected that he would find that the 
first joint rate was made by two railroads in competition with 
one proprietor road between two heavy toonnage points. Ap- 
parently, in the sense of the obvious, they realized that, unless 
they combined their lines for the carriage of goods between 
those points, neither would get anything in the way of traffic 
in competition with the carrier that had a single line between 
the two tonnage centers. 

It is suspected that there are few instances in the country 
where a combination of a barge line and a railroad is necessary 
to enable the barge line and the railroad to get a share of the 
traffic one railroad could haul without help from anybody. If 
there is a railroad that needs a barge line for the successful 
Operation of a through route, it has not made much noise about 
its plight. From which, it may be suspected, originated the hos- 
tility of the railroads toward proposed through route and joint 
rate arrangements. 


There probably was a time when the newly arrived rail- 
toads, say about a century ago, needed the help of a carrier by 
Water to get their traffic to a port or other important point. 
Perhaps, in those days, the web-footed carriers were haughty 
and Suggested that the newcomers get off the dock and stay off: 
But, if that was: the situation eighty or a hundred years ago, 
lt disappeared long ago. 

. Now-the carriers by water desire the favor of carriers by 
tail; and; as they have not been able to win it with their argu- 
ments, the power of the government, according to the railroad 
view, is invoked: Maps in the government barge line brief 
Suggest that the barge line on the Mississippi and its tributaries 
shall be made the agency of inuence on the rates for the eastern 
half of the United States; that is to say that that agency shall 
ave influence on rates from the Twin Cities to the southern tip 
of Florida to the southern tip of Texas. Of course, the map 
referred to is only one of several in that volume of maps and 
exhibits. Reading all the briefs suggest a task akin to the read- 


One War Brought the 
Barge Line “Experiment,” 
Another Talk About It 
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ing of Gibbon’s Decline and Fall of the Roman Empire, publica- 
tion of which, together with the adoption of the Declaration of 
Independence, make 1776 a memorable year. 

Plaintiffs before a court or an administrative body seldom 
are suspected of understating their merits or desires. Perhaps 
the government barge line will be satisfied to receive less than 
complete grant of its requests. It is also suspected that the rail- 
roads will deem themselves fortunate if they obtain a decision 
that will require joint rates, not on the all-rail basis, as they 
suggest, but on a narrower differential than now in existence, 
even if they are fully convinced that they do not need the help 
of barge lines at any place at any time. 





There’s a flood control or conserva- 
tion reservoir on the site of what was 
once the village of Newville, O. At 
one time the local folks talked joy- 
fully about what was being done for 
them by their great and good na- 
tional government. That was before the reservoir was built. 
Now, however, some are saying it is a fine swamp where mos- 
quito breeding is good. 

The Ohioans seem to be disappointed because they had 
been misled into the belief that establishment of a flood control 
pool would give them a nice little lake on which swans and 
pleasure boats would compete for the delight of the eye. Instead, 
the water in the basin is only enough to create what they think 
is more like the swamps that, sixty years ago, were drained to 
a considerable extent by the straightening of creeks so the 
flood waters hurried away to the Muskingum, then the Ohio, 
and then to the Mississippi, and the danger and discomfort of 
the people trying to outguess that stream and its periodical 
destruction of their fields. 

Newville, which is no more, the houses having been torn 
down and the lumber carted away, was the home village of 
“Jim” Reed, the once fiery tongued senator from Missouri. 
Altgeld, governor of Illinois forty odd years ago, also spent his 
boyhood days in the Newville neighborhood. 


And yet the idea that flood control by means of reservoirs 
is a good thing flourishes. The Verdigris River basin in Kansas 
is now under scrutiny by the army’s chief of engineers and he 
has reached the conclusion that flood control there is desirable 
for the whole country, at an estimated cost of $30,000,000. The 
expenditure of $30,000,000 of other people’s money, in their 
neighborhood, it is suspected, appeals to the vanity, if not the 
cupidity of the constituents of Senator Clyde M. Reed, living 
therein. 


Down in the Neches River basin in Texas, according to the 
report of the army’s chief engineer, ‘the local interests” desire 
a large reservoir on the Neches, the cost of which is estimated 
at only $28,000,000 with an annual expenditure of $200,000 for 
maintenance. Both communities may have the Newville, O., 
idea about swans and mutton-leg sail boats. It is fascinating 
and would probably continue so even if dyspeptic Ohioans 
warned them about mosquitoes, bull frogs, and cat-o-nine tails. 


Incredible as it may appear, a 
thread in Washington’s vocal specu- 
lation about the war is as to whether 
the world tragedy will bring profit 
to the nation’s capital city such as 
came to it in 1917 and later. When 
this country entered the war there was profit for real estate 
dealers, owners of houses, sellers of indemnity bonds and, of 
course, automobiles. 

Influx of war workers brought profit to dealers in real 
estate. The demand for living quarters was great. The Florida, 
land boom was mild in comparison with what happened in. 
Washington. Some who had no desire to do so were practically 
compelled to add to their income by taking war workers as 
tenants for their not-in-daily-use rooms. The police, firemen, 
Red Cross workers, and even soldiers canvassed the city for 
houses where there were unused rooms. Householders who. 
charged moderate rents had the experience of tenants undertak- 
ing to transfer their verbal leases to persons unknown to 
them; that is to say, an army or navy officer sent away from 
Washington tried to substitute some other officer as the tenant 
without the formality of asking the landlord about the matter. 

The colored folk have been most anxiously inquiring 
whether the good “old times” were coming back. Those were 
the days when former cooks inquired of their former mistresses 
if the latter would “like a place’—meaning a place in the 
kitchen of the colored inquirer. As a rule, the inquirers of 
today do not know that what produced the condition of 1917-18 
was due to the fact that the United States was in the war and 
that much work had to be done here. And they, as a rule, do 
not get the point that the nation’s capital is not likely to have 
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such a boom again unless the country is drawn into the mael- 
strom. 

White folks have not been as naive as “Brother William” 
and ‘“‘Aunt Mary,” but it is suspected that inquiries about houses 
that have long been on the market without bidders arise from 
the wonder whether Washington may have war prosperity 
again. 





The heavy brains of the Depart- 
ment of Justice are bearing down 
hard on their task of convincing the 
Supreme Court of the United States 
that the medication of humanity is 
a “trade,” the same as the making 
and vending of the knives used by surgeons and the pills the 
patients swallow. In simpler language, the department is pre- 
paring its appeal from the decision of a District of Columbia 
judge that the practice of medicine is not a trade and that the 
American Medical Association and the state medical associa- 
tions that boycott doctors who refuse to obey the canons of the 
profession are not restraining interstate trade. 

Those who have an idea that the Supreme Court fell from 
its high station when it held that the making and selling of iron 
and steel by the Jones and Laughlin Steel Corporation was in- 
terstate commerce think it should not be hard for the heavy 
brains to obtain a reversal of the opinion of the District of 
Columbia judge. The Jones and Laughlin decision, in the view 
of many, made a mockery of the commerce clause of the Con- 
stitution, by obliterating the line between manufacture and 
the dispatch of goods from one state to another. 

Calling the practice of medicine a “trade,” in the view of 
those whose opinion of the present court is not high, would be 
merely following the precedent in that case.—A. E. H. 


RAILROADS AND WAR 
(Continued from page 532) 

the A. A. R., which he heads, and not to the Railway 
Age statisticians? If the Railway Age is right, then 
just what is it that it wishes Congress, the President, 
and the people—one or all—to do? Is it just seeking 
an argument for the railroad legislation that failed of 
enactment at the last session of Congress—though that 
legislation was unimportant as finally drafted—or does 
it think the A. A. R. ought to draft and insist on the 
adoption of a stronger program, or does it think the 
government ought to give or lend money to the rail- 
roads for their rehabilitation? 


For ourselves, until the contrary is shown, we 
stand on the Gormley figures, not only because of our 
confidence in him in this respect but because what he 
Says agrees with our own observation. Much of the 
railroad plant is idle now. If we stay out of the war 
—as we should and can, if we so resolve—the railroads 
and the trucks will probably be able to handle the busi- 
ness offered. If we get into the mess—which God for- 
bid—then the increased business both before and after 
our getting into it will at least have solved the financial 
problem of the railroads, for which the aid of Congress 
was solicited. 


We think it would be well if we could have a more 
detailed authoritative statement of the transportation 
situation in this country with relation to the European 
war. Smug statements that the railroads are “fully 
prepared” will not answer, and neither will vague de- 
mands that Congress and the President “do something.” 
Just what is needed, if anything, and what must be 
done about it? 


P. S.—In considering any inadequacy of railroad 
transportation at the time of the World War after 
the United States got into it, it must be remembered 
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that the government had taken over the railroads then 
and was running them. They could and would have 
been run much more efficiently with what equipment 
they had if they had been left in railroad hands. 


RAILROADS AND WAR 


J. J. Pelley, president of the Association of American Rail- 
roads, called at the White House September 1 and talked with 
Colonel Watson, the army officer who is serving as one of the 
President’s secretaries. He did not see President Roosevelt. 
As he was leaving the White House he told newspaper men 
that the American railroad industry was ready for any emer- 
gency that might grow out of the crisis in Europe, adding 
that the railroads were watching things closely and were ready 
for anything that might happen. 

After officials of the association had advised War Depart- 
ment officials, J. J. Pelley, president of the association, made a 
statement in answer to inquiries from newspaper correspond- 
ents with regard to the allegations of newspapers that the rail- 
roads would have difficulty in handling a marked increase in 
freight traffic. Mr. Pelley said: 


The railroads can handle at least 25 per cent more traffic than they 
are now handling, and by repairing approximately 200,000 freight cars 
and 8,000 locomotives now awaiting repairs, and not required for pres- 
ent traffic, they could handle 45 per cent more than the present business, 

If and as additional equipment is required it can be had, and the 
railroads can and will keep ahead of any demands that may be made 
upon them. 

These conclusions are the result of a very careful study made sey- 
eral months ago. It is a fact that there has been a great reduction in 
the amount of equipment owned. It is also a fact that there has been 
a great increase in the efficiency of movement. For example, the aver- 
age speed of freight trains between terminals is now sixty-one per cent 
greater than in 1920 and the tons handled per train-hour, which is the 
real measure of work, have increased one hundred and six per cent 
since 1920. It is conservatively estimated that the traffic of 1929, the 
largest in history, could now be handled efficiently with from 350 to 
400 thousand cars less than were owned at that time. 


Officials of the Association of American Railroads Septem- 
ber 5 advised War Department officials that, despite assertion 
of the Railway Age in an editorial in its issue of September 2 
that the railroads were not ready for war even if the United 
States stayed out of the European conflict, the railroads were 
in position to meet demands that might be made on them. 

It was asserted at the association’s offices that the Railway 
Age editorial created a “wrong impression.” Reference was 
made to figures used by M. J. Gormley, executive assistant, 
Association of American Railroads, in an address June 7 at 
Chicago (see Traffic World, June 10, p. 1296) in which he sa‘d 
that the railroads “today can handle with the serviceable cars 
and locomotives they now own from 25 to 30 per cent more 
traffic than they are now handling, and with all of the loco- 
motives and cars awaiting repairs put in first class condition, 
they can handle 45 per cent more traffic than they are now 
handling.” 

These figures, it was stated, disclosed an accurate appraisal 
of the car and locomotive situation as it existed now. 

The Railway Age said that should hostilities in Europe be- 
come general, the railroads were likely to need almost imme- 
diately a large increase in their freight car supply and, further- 
more, that, if America wanted any insurance whatever in the 
way of preparedness for the possibility that America might 
be drawn into the conflict, then 2,400 locomotives and over 
300,000 freight cars would be needed—merely from the point 
of view of capacity alone, efficiency and economy not con- 
sidered. 

If hostilities should become general in Europe, said the 
Railway Age, it expected the demands of traffic on the rail- 
roads to increase, not merely 19 per cent, as before America’s 
entry in the last war, but considerably more than that. If 
America were drawn into the conflict, it said, the increase in 
the demands on the railroads would quite likely exceed the 40 
per cent increase which occurred when the United States en- 
tered the last war. 


ILLEGAL TRAIN RIDERS 

In the period February to July, 1939, approximately 1,944, 
243 illegal riders or trespassers were removed from trains, pre- 
vented from getting on trains, or ejected from railroads, accord- 
ing to a report issued by the protective section of the operations 
and maintenance department of the Association of American 
Railroads. : 

The report for July covered 235,039 mtiles of railroad 
operation. The association’s statement showed 417,569 tres- 
passers for July, a decrease of 18.4 per cent compared with the 
442,594 total for June. 
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Decisions of Interstate Commerce Commission 





RATES TO AND FROM KANSAS 


LTHOUGH Wichita, Kan., interests expressed opposition to 
A the proposal on the ground that the rates would be unduly 
rejudicial to their business, the Commission, by division 2, 
in fourth section application No. 17202, Kansas, rates to and 
from, has authorized railroads in southwestern, western trunk 
line, official and southern territories, by fourth section order 
No. 13538, to establish and maintain over their indirect routes 
petween points in Kansas north of the Wichita line and points 
in western trunk line and official territories, interstate rates the 
same as those contemporaneously maintained on like traffic 
from and to the same points over direct routes, without observ- 
ing the long-and-short-haul part of section 4. Applicants are 
carriers who were defendants and respondents in Consolidated 
Southwestern Cases, 123 I. C. C. 203, and 17000, part 2, West- 
em Trunk-Line Class Rates, 164 I. C. C. 1. 

The relief authorized is subject to the proviso that rates 
to and from higher-rated intermediate points shall not exceed 
rates constructed on the basis proposed in the application; and 
that the relief shall not apply to rates over any line or route 
over which applicants do not have relief concurrently with 
respect to class rates from and to the same points. i ao 

According to the report, the relief prayed and found justi- 
fed was primarily to enable rail carriers whose lines were 
indirect to meet rates which had been or which might be es- 
tablished over direct routes because of highway competition. 
No change, it said, was proposed at this time in the interstate 
rates now applying to and from southern Kansas points, lo- 
cated on and south of the so-called Wichita line. Points in 
Kansas north of the Wichita line, in an area comprising ap- 
proximately 75 per cent of the state and around 65 per cent 
of the population, the report added, would be accorded reduced 
rates. Topeka, Salina, Concordia, McPherson, Emporia, Hutch- 
inson and Dodge City would benefit from the reductions, it 
said. 

The Commission said it did not appear that the competitive 
rates which applicants desired to establish over their indirect 
routes would be unduly prejudicial to Wichita. The prevail- 
ing class rates between southern Missouri and other points in 
Missouri, border points in adjoining states, and points in west- 
ern trunk line and Illinois territories, the report said, reflected 
the rate levels prescribed in the sixth supplemental report in 
the western trunk line ‘class rate proceeding, 204 I. C. C. 595. 
It added that the railroads were now preparing to publish in 
the near future an adjustment of class rates to apply between 
points in southern Missouri and points in official territory, 
which, in substance, would harmonize with the rate levels 
prescribed in that report. No opposition to the establishment 
of those rates has been manifested in the instant proceeding, 
no fourth section departures are shown by the evidence herein, 
and hence no finding herein is necessary concerning those pro- 
posed rates, says the report. 


BATTERIES BY MOTOR 


Proposed reduced ratings on batteries and battery parts, 
between points in Maryland, Pennsylvania and the District of 
Columbia, have been found not unlawful by division 3 of the 
Commission in a report in I. and S. M-472, Tidewater Express 
Lines, batteries in D. C., Md., and Pa. The order of suspension 
has been vacated and the proceeding discontinued. 

The Tidewater Express Lines, Inc., a common carrier by 
motor vehicle proposed in schedules suspended until September 
7 to reduce its ratings on batteries and parts thereof, minima 
5,000 and 10,000 pounds, between points in Maryland, Penn- 
‘ylvania and the District of Columbia. Members of the Middle 

tlantic States Motor Carrier Conference, Inc., protested. 

Prior to September 12, 1938, according to the report, the 
tates on batteries and battery parts on shipments of 5,000 
Pounds or more were 35, 50 and 70 per cent of first class rates, 
minima 15,000, 10,000 and 5,000 pounds respectively. Batteries 
and certain battery parts in shipments weighing less than 5,000 
ends Were rated second class, and certain battery parts in 
r ipments weighing less than 5,000 pounds were rated third 

as. Second and third class rates were generally 85 and 70 
Per cent, respectively, of the first class rates. 
baal Effective September 12, 1938, respondent established a 
iS of 70 per cent of first class on batteries and all battery 














parts when shipped in lots weighing less than 5,000 pounds, 
but left in effect the basis of 35 per cent of first class, minimum 
15,000 pounds. By the suspended schedules it was proposed 
to reduce the 50 per cent basis, minimum 10,000 pounds, to 
45 per cent, and the 70 per cent basis, minimum 5,000 pounds, 
to 55 per cent. 

Protestants contended that the proposed ratings were un- 
necessary and unreasonably low and that they would disrupt 
the ratings and rate structure on batteries and battery parts 
now maintained throughout trunk line territory. To support 
this contention, said the report, they compared the proposed 
ratings and rates resulting therefrom with those in tariffs to 
which they were parties, or in the tariffs of other carriers. 
However, said the Commission, it was not shown that any 
traffic was moving under the ratings maintained by protestants 
or other motor common carriers, and respondents contended 
that they were merely paper ratings. 

Although hte proposed ratings would apply between all 
points served by respondent, said the report, it appeared that 
they would be used primarily on shipments originating at Aber- 
deen, Md., and were proposed for the sole purpose of obtaining 
some of the traffic from that point now being transported by 
private and contract carriers. 

“While the maintenance of uniform classification ratings 
by motor common carriers in trunk line territory is desirable,” 
says the Commission, “nothing in this record indicates that the 
proposed ratings would cast a burden on other traffic trans- 
ported by respondent, or that the resulting rates would fall 
below a minimum reasonable level.” 

The Commission said its findings were without prejudice 
to any different conclusions which might be reached in Ex 
Parte MC 20, eastern trunk line motor carrier rates, now 
pending. 


MOTOR RATES ON BOOTS AND SHOES 


The Commission, by division 2, in I. and S. M-531, boots 
and shoes between Maryland and Massachusetts, over Garford 
Trucking, Inc., embracing also MC C-100, boots and shoes be- 
tween Baltimore, Md., and Boston, Mass., has found unreason- 
able, but without prejudice to the filing of new schedules in con- 
formity with its views expressed in the report, a proposed re- 
duced commodity rate of 72 cents on boots and shoes, any- 
quantity, between Baltimore and Boston. In the investigation 
proceeding the Commission found a commodity rate of 72 
cents on boots and shoes between Baltimore and Boston, pub- 
lished for account of E. J. Scannell, Inc., of Charleston, Mass., 
a motor common carriers, unreaonable to the extent that it 
included pick-up or delivery service at Boston, Mass. 

By its order the Commission has required the respondent 
in I. and S. M-531 to cancel its schedules on or before October 
9, on 5 days’ notice; and the respondents in MC C-100 to es- 
tablish on or before October 9, on 5 days’ notice, rates of not 
less than 72 cents, exclusive of pick-up and delivery service in 
Boston, on boots and shoes, in boxes, crates, or trunks, between 
Baltimore and Boston. 

Scannell, according to the report, so as to meet a rate of 
60 cents from Boston to Baltimore maintained by the Mer- 
chants and Miners Transportation Co., a water carrier, estab- 
lished an any-quantity rate of 65 cents. The water rate, it said, 
was reduced to 50 cents and was restricted to apply from dock 
to dock, and later was increased to 53 cents. In February, 
1938, it said, the water rate of 60 cents was restored for ap- 
plication to shipments given store-door delivery at Baltimore. 
In April, 1938, it said, the dock to dock rate became 60 cents 
and the dock to store door rate, 67 cents, which, it added, were 
the present water rates. In May, 1938, the report said, Scannell 
increased the 65 cent rate to 72 cents, restoring the former 
differentials of 5 cents over the dock to store door rate and 12 
cents over the dock to dock rate. So far as the record discloses, 
says the report, this is the only commodity rate on boots and 
shoes applying over any motor common carrier between Boston 
and Baltimore. The rates over other motor common carriers, 
in less than truckload quantities, and in truckloads, minimum 
16,000 pounds, the report said, were the first and second class 
rates of $1.14 and 97 cents, respectively. 

By the suspended rate Garford, the report said, hoped to 
obtain some of the boot and shoe traffic, adding, that it desired 
to increase its southbound tonnage, now less than that moving 
north, and it “claims that it has been promised some of the 
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traffic if the proposed rate is permitted to become effective.” 
The Garford rate was protested by the Middle Atlantic States 
Motor Carrier Conference, Inc., and that conference, according 
to the report contended that if the suspended rate was per- 
mitted to become effective Garford would not likely obtain any 
tonnage from the water line but that any business which it 
might obtain under that rate would be traffic now transpored 
by Scannell, and that any resulting increase in its revenues 
would be brought about at the expense of the competing motor 
carrier. Continuing, the report said: 


Most of the boot and shoe shipments transported by Scannell to 
Baltimore are now delivered to its terminals at Boston, although the 
72-cent rate includes pick-up or delivery service. That rate for the 
short highway distance of 412 miles and a full load of 18,000 pounds 
would yield 31.2 cents a truck-mile, which appears to be reasonably 
compensatory. But 57 cents, which is approximately what the carriers 
would receive if allowance be made for the cost of pick-up or delivery 
service at Boston, would yield but 20.4 cents a truck-mile for the 
same distance and load. Moreover, the inclusion of such service in the 
72-cent rate appears unnecessary from a competitive standpoint, and 
it would, therefore, needlessly impair the carriers’ revenues. Respond- 
ent Scannell is willing to restrict its 72-cent rate to its Boston terminals. 

The situation clearly merits special consideration. If motor com- 
mon carriers are to compete for the traffic, they must be permitted to 
establish rates more nearly comparable to those of the water carriers, 
giving due consideration to differences in the values of the respective 
services. We are of opinion that a rate of 72 cents on boots and shoes 
between Boston and Baltimore, not to include pick-up or delivery 
service at Boston, would not be unreasonably low, and would afford the 
motor common carriers the competitive opportunity they need. 

Although pick-up or delivery service at Boston on boot and shoe 
shipments is not required generally by the shippers, it is sometimes 
performed and would be contemplated by the suspended rate. Our 
finding that when invluding such service the 72-cent rate is unrea- 
sonably low is not intended to require shippers desiring such service 
to pay either the first-class rate of $1.14 in the case of less-than-truck- 
load shipments, or the second-class rate of 97 cents on truckload ship- 
ments, or 42 cents and 25 cents, respectively, for the additional service. 
This record affords no adequate basis for the determination of a proper 
charge for such service. Respondents will be expected to establish 
a rate including pick-up and delivery at Boston properly related to 
the rate herein found lawful. 


SALT TO NEW JERSEY AND VIRGINIA 


Although no opposition to the relief sought was presented 
at the hearing, the Commission, by division 2, in fourth section 
application No. 17516, salt to Carney’s Point, N. J., and Hope- 
well, Va., embracing also fourth section application No. 17520, 
has denied railroads, parties to Agents Jones’ I. C. C. 2845 and 
Curlett’s I. C. C. A-338, authority to establish and maintain 
rates on salt, common, from points in Michigan, Ohio, New 
York, and West Virginia to Carney’s Point, N. J., and Hope- 
well, Va., without observing the long-and-short-haul part of 
section 4. 


In fourth section application No. 17516 the railroads sought 
authority to establish and maintain on salt from Akron, Barber- 
ton, Cleveland, Pomeroy and Rittman, O., and Hartford, Mason 
City and Malden, W. Va., to Carney’s Point and Hopewell rates 
of 18 cents; from Detroit, St. Clair, Port Huron and Wyandotte, 
Mich., rates of 21 cents; from Bay City, Midland and Saginaw, 
Mich., rates of 22 cents to Carney’s Point and 24 cents to Hope- 
well; and from Ludington and Manistee, Mich., rates of 26 
cents. The rates from the points mentioned were to be made 
applicable from unnamed intermediate points, said the report, 
adding that relief was also sought in connection with rates 
from such intermediate points. 


In fourth section application No. 17520 the railroads sought 
to establish and maintain from Ludlowville, Piffard, Silver 
Springs, Solvay, Syracuse and Watkins Glen, N. Y., rates of 
15 cents to Carney’s Point and 18 cents to Hopewell, which, 
the report said, were the same as the rates presently in effect 
on bulk rock salt, in carloads, from Ludlowville and Retsof, 
N. Y., to those destinations. In both applications, it added, 
relief was sought to maintain rates “not less than’’ those pro- 
posed so that the rates might be increased should it be found 
unnecessary in the future to maintain competitive rates as low 
as those proposed. 

The Ohio Salt Co., and the Worcester Salt Co., the report 
said, supported the railroads’ proposal. 

The report pointed out that the rates from and to the 
considered points were generally on the basis of 17.5 per cent 
of first class prescribed in Rate Structure Investigation, Part 13, 
Salt, 197 I. C. C. 115. It said that the normal rates from the 
points in New York were 18 cents to Carney’s Point and 22 
cents to Hopewell. The proposed rate of 18 cents from the 
Akron-Barberton group, it said, was three cents less than the 
normal rate to Carneys Point and four cents less than the 
normal rate to Hopewell “which reflects the differences be- 
tween the normal rates on salt and the competitive rates on 
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bulk rock salt from Ludlowville and Retsof to these destina. 
tions.” Because of competitive conditions created by the mov. 
ment of traffic by water, the report said, the railroads wep 
granted relief in Rock Salt from Retsof and Ludlowville, N. y 
219 I. C. C. 649, and Rock Salt to Hopewell, Va., 219 I. C¢ 
724. The purpose of the proposed adjustment, it added, was 
to enable the producers of evaporated salt at the origins mep. 
tioned to compete with producers of rock salt at Ludlowvil 
and Retsof for the business at Carney’s Point and Hopewel, 


and to enable applicants to participate in the traffic to thog 
points. 


Departures, the report, said, would occur at origins anj 
destinations and on both direct and indirect routes under the 
proposed adjustment. The routes and intermediate points jp. 
volved in the movement of common salt from points in New 
York to the destinations, the report said, were practically the 
same as those involved in the movement of rock salt from 
Retsof and Ludlowville to the same destinations. There was 
no difference, therefore, it said, between the conditions at the 
intermediate points on the one hand, and those at Carney’ 
Point and Hopewell, on the other, with respect to the rate 
on rock salt to those points which would justify difference 
in the rates on common salt, loose, from and to the same 
points. There was no ground, therefore, said the Commission, 
for authorizing relief to maintain rates on common salt, loose, 
in bulk, from the points in New York to the destinations lower 
than the rates from and to intermediate points. 


The conditions with respect to rates from points in Micb- 
igan and West Virginia, the Commission said, were not sub- 
stantially different from those with respect to the rates from 
the points in New York. The routes proposed in application 
No. 17516, it continued, embraced some lines not included in 
the routes from points in New York, but in most instances the 
intermediate points to which it was proposed to maintain higher 
rates than to the more distant points, were the same as the 
inermediate points to which it was proposed to maintain higher 
rates under relief sought in application No. 17520. This, it 
added, was particularly true with respect to the movement of 
traffic to Carney’s Point. The rates on rock salt from Retsof 
and Ludlowville to these intermediate points, it said, did not 
exceed the rates to Carney’s Point and Hopewell. Under the 
circumstances, the Commission said, there was no justification 
for authorizing rates on common salt, loose, in bulk, from the 
origins covered by application No. 17516 to Carney’s Point and 
Hopewell, lower than those to intermediate points, on_ the 
ground that the conditions at those points with respect to the 
rates on rock salt were different from those at intermediate 
points. Commissioner Caskie noted a dissent. 


COMMISSION REPORTS 


Fine Coal 


Fourth section application No. 17581, fine coal to East 
Moss Point, Miss. By division 2. Mobile & Ohio and its con 
nections authorized by fourth section order No. 13540 to es 
tablish and maintain a rate not lower than $1.40 a net ton 
on fine coal, which has passed through a bar screen not exceed: 
ing 1.5 inches between bars, or its equivalent, viz.: a 2-inch 
mesh or 2-inch round perforations, carloads, from Alabama 
mines in Mobile & Ohio Rail Road groups 1 and 2, as de- 
scribed in the application, to East Moss Point, Miss., without 
observing the long-and-short-haul part of section 4. The I 
lief is to apply over the Mobile & Ohio Rail Road Co. via 
Columbus, Artesia and Meridian, Miss., to Mobile, Ala., thence 
Gulf, Mobile & Northern to Evanston, Miss., and the Missis- 
sippi Export beyond. The purpose of the relief was to metl 
a competitive rate of the Southern and Louisville & Nashville. 


Petroleum and Products 


Fourth section application No. 17533, petroleum from Louls 
ville, Ky., to Middlesboro, Ky. By division 2. Cincinnati Ne¥ 
Orleans & Texas Pacific and Southern authorized by fourth 
section order No. 13539 to establish and maintain over thell 
interstate route on petroleum and petroleum products, as de- 
scribed in items 400 through 442 of Agent F. D. Miller’s I. C.C 
195, carloads, from Louisville, Ky., to Middlesboro, Ky., rates 
the same as those concurrently in effect on like traffic over the 
direct intrastate route from and to the same points, but no! 
less than 28 cents, without observing the long-and-short-hal 
part of section 4. It is provided that the rates from, to, al 
between higher rated intermediate points both of which are 
Kentucky shall not exceed the intrastate rates on like tr ; 
from, to, and between the same points. It is also provided th! 
the relief shall not include intermediate points as to which th 
haul of the petitioning route is not longer than that of the dirett 
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jine between the competitive points. Relief was temporarily 
authorized by fourth section order No. 13269. 


Brick from Missouri 


Fourth section application No. 17102, brick from Missouri 
to southern territory. By division 2. Parties to Pope’s I. C. C. 
1593 authorized, by fourth section order No. 13547, to estab- 
jish and maintain, over existing routes, on brick and related 
articles, from Buell, Farber, Fulton, High Hill, Mexico, New 
Florence, Vandalia and Wellsville, Mo., and from points inter- 
mediate thereto from which the rates from the origins men- 
tioned will be observed as maxima, to points in Alabama (ex- 
cept Bessemer, Birmingham, Cordova, Ensley, Fairfield, Jasper, 
North Birmingham, Pratt City, Thomas, Woodward and sta- 
tions on the Frisco, namely, Sulligent through Birmingham and 
Lorton through Sipsey), Florida, Georgia and Tennessee, desig- 
nated as groups A, B, and C, in Pope’s I. C. C. A-730, the 
lowest rates that may be constructed over any line or route 
from and to the same points on the basis of 7.5 cents a hun- 
dred pounds higher than rates contemporaneously in effect 
on the same commodities from Cairo, Ill., to the same des- 
tinations, without observing the long-and-short-haul part of 
section 4. The relief is subject to 3344 and 50 per cent cir- 
cuity limitations. Relief was authorized temporarily by fourth 
section order No. 12958. 


COMMISSION MOTOR REPORTS 


In MC 19594, Central States Truck Terminal, broker appli- 
cation, embracing also MC 36475, Same, common carrier ap- 
plication, the Commission, by division 5, on finding applicant 
not to be a common or contract carrier, has denied applicant 
authority to operate as a common or contract carrier of general 
commodities between St. Louis, Mo., and contiguous munici- 
palities, towns and villages, on the one hand, and points in 
various states, on the other. On finding applicant’s present 
operations not to be those of a broker, for which a license is 
required, the Commission has denied applicant authority to 
operate as a broker in providing, procuring, furnishing or ar- 
ranging for the transportation of general commodities in inter- 
state or foreign commerce between St. Louis, Mo., and the 
so-called metropolitan area thereof, and various points in the 
United States. 

In MC F-733, Consolidated Shippers, Inc., purchase, L. R. 
Martin, the Commission, by division 4, has authorized purchase 
by Consolidated Shippers, Inc., of Los Angeles, Calif., of op- 
erating rights and properties of L. R. Martin, also of Los 
Angeles, dba Copper State Transportation Co. 

In MC F-793, Commercial Motor Freight, Inc., of Indiana, 
purchase, Hurst Co., the Commission, by division 4, has au- 
thorized purchase by Commercial Motor Freight, Inc., of Indi- 
ana, of operating rights and property of the Hurst Co., of 
Indianapolis, Ind. 


AUTOMOBILE RATES INQUIRY 


_ In its notice to the public in No. 28190, new automobiles 
In interstate commerce (see Traffic World, September 1), the 
Commission summarized the positions taken by the National 
Automobile Transporters’ Association, the organization that 
it said asked for the investigation; the Traffic Executive Asso- 
ciation, eastern territory railroads; Western Traffic Exec- 
utive Committee, western railroads; receivers of the Norfolk 
Southern ; Great Lakes carriers; Merchants and Miners Trans- 
portation Co.; Automobile Contract Carriers’ Association; 
Charles M. Pieroni, representing Paul L. Butler, Muncie, Ind., 
amotor common carrier; F. W. Myers, Springfield, O., a drive- 
away operator; General Motors Corporation, Ford Motor Co., 
Hudson Motor Car Co., Studebaker Corporation; North Dakota 
commissioners; South Dakota commission; Utah commission; and 
Port of New York Authority. 

The Automobile Contract Carriers’ Association, the sum- 
Mary said, in substance, held that its members were satisfied 
With their present contracts and desired to be left alone. Its 
members haul for General Motors. General Motors and Ford 
Co., the Commission reported, said they took no definite posi- 
amt at this time but that they would undertake to protect 

‘ir interests as they appeared to be affected by issues raised by 
ey parties. The Hudson company, it said, stated that it 
: a not, for the present at least, take any formal action in 

8 proceeding. The Studebaker Corporation, according to the 
cn mmission’s summary, said it would take an active part in 

€ proceeding, contending that rates should be based on costs, 
_ a@ reasonable profit, rates of the various transportation 
8encies, not to be related to each other on a fixed percentage 
= In bringing its notice to a conclusion, the Commission 
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The Commission appreciates the cooperation shown by these par- 
ties. It is assumed that parties who have not responded are either 
neutral or opposed to changes, except for the carriers which have pro- 
posed reduced rates in tariffs now under suspension in I. and S. No. 
4620, Automobiles C. F. A. to East and South, and I. and S. No. M-675, 
Automobiles—Central States to East and South. See also fourth-section 
application No. 17635, Automobiles to Southern Territory. The idea of 
holding a conference before the hearing, as suggested in the notice of 
the above date (July 22), will probably be abandoned. 

If doubts or questions arise in the minds of any of the parties re- 
specting the statements of other parties made or not made, it is possible 
that they may be cleared up by correspondence with the interested 
parties. The Commission should be advised of any matters developed 
by this procedure. 

At the hearing the Commission will present some general informa- 
tive data as to the traffic involved, which may require a couple of days. 
Following that the National Automobile Transporters Association, rep- 
resenting motor common carriers (truckaway), will probably be heard 
for several days. Beyond that no definite order of procedure has been 
mapped out, but it is expected that other motor carriers will im- 
mediately follow. After these parties have been heard, others who 
desire to be heard at Detroit should offer their evidence. It is hoped 
that parties who can furnish general information will present their evi- 
dence during the early part of the hearing, leaving particular and de- 
tailed issues for treatment toward the close. A number of parties pre- 
fer to be heard at Chicago and to accommodate them the hearing 
may ultimately be adjourned to convene immediately at that point. A 
later hearing will probably be necessary for rebuttal and other evidence, 
but it is hoped that the parties will not take undue advantage of that 
fact. 


The Commission has made public in No. 28190, transpor- 
tation of new automobiles, a summary of the returns to the 
manufacturers’ questionnaire distributed by it last July. A 
short abstract of the returns was made public by the Commis- 
sion in August (see Traffic World, Aug. 19, p. 410). This 
summary shows the distribution of automobiles shipped out 
of each factory and assembly plant in 1938, also the cost of 
preparing automobiles for shipment and reasons for the use of 
each type of transport. THe summary is to be introduced in 
evidence as an exhibit in the hearing in this proceeding. 





AGREED CHARGES IN CANADA 


Five applications have been made under the “agreed 
charges” part of the Canadian transport act which became 
effective November 15, according to a bulletin issued by E. F. 
Lacey, executive secretary of the National Industrial Traffic 
League. Part V of that act provides for the application in the 
Dominion of the principle of the English statute authorizing a 
carrier and a shipper, under regulations of the Board of 
Transport Commissioners, to agree on charges for the trans- 
portation of any part of the shipper’s goods. Mr. Lacey said he 
had been advised that the third, fourth and fifth applications 
had met with objections from various sources. The third appli- 
cation pertains to petroleum in tank cars only; the fourth to 
petroleum, in bulk or in packages, carloads; and the fifth to 
surgical supplies, toilet preparations, advertising matter, etc., 
in packages, less-than-carload. 

There has been a hearing on the third application. Ac- 
cording to Mr. Lacey, independent oil companies in Alberta 
complained about application No. 4 which had been particularly 
objectionable to motor vehicle operators in that province. 
Canada steamship lines, which are subject to regulation by the 
board, the bulletin says, have made objections to No. 5. Their 
view was that the board should not approve any arrangement 
which might take business away from them when they were 
supposed to be on an equality with other regulated carriers. 
Although the agreed charge application indicated, said Mr. 
Lacey, that the rates in that application were to meet: truck 
competition, the ship lines felt they were prejudiced because 
85 per cent of the total traffic had been reserved by the shipper 
to the rail lines. 


COMMISSION ORDERS 

No. 28312, Louisville Live Stock Exchange vs. A. G. S. et al. 
John Morrell & Co., Rath Packing Co., George A. Hormel & Co., Oscar 
Mayer & Co., and Louisville Board of Trade permitted to intervene. 

MC 61019, Fish Transport Co., Inc., common carrier application; 
and MC 61019, Sub. No. 1, Same, extension of operations. Applicant’s 
motion to strike from the record the exceptions to the recommended 
report and order filed by Fish Forwarding Co., denied. 

MC 69224, Sub. No. 1, H. & W. Motor Express Co., extension of 
operations. Gateway City Transfer Co., Inc., permitted to intervene. 

MC 86594, James Jessie Taylor, contract carrier application. Dis- 
trict Hauling and Contracting Co., Inc., permitted to intervene. 

MC 31465, Wesley A. Steffke, common carrier application; MC 
31465, Same, extension of operations, Minnesota; and MC 31465, Same, 
extension of operations, Michigan. Effective date of order of July 21, 
which by its terms denies a portion of the application effective Sep- 
tember 1, modified to extent that said denial is to become effective 
October 15. 

MC 52110, Brady Transfer & Storage Co., common carrier applica- 
tion. Gateway City Transfer Co., Inc., permitted to intervene. 
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No. 27766, Alden Coal Co. et al. vs. C. of N. J. et al. 
wealth of Pennsylvania permitted to intervene. 

Finance No. 12460, application of Colorado & Southern for authority 
to lease properties owned and operated by Fort Worth & Denver City 
and Wichita Valley and for authority to assume obligation and liability 
in respect of a note of Fort Worth & Denver City. State of Texas and 
Railroad Commission of Texas permitted to intervene. 

MC 4872 (corrected) Griffith Freight Lines, Inc., common carrier 
application. Matter reopened for further hearing at time and place 
to be hereafter fixed by Commission with respect only to operations 
between Birmingham, Ala., and Memphis, Tenn. Petitions for recon- 
sideration filed by Gordons Transports, Inc., and J. M. Kurn and John 
G. Lonsdale, trustees .of St. Louis-San Francisco, denied in view of 
action of even date reopening matter for further hearing with respect 
only to operations between Birmingham, Ala., and Memphis, Tenn. 

MC 10761, Transamerican Freight Lines, Inc., common carrier ap- 
plication. Anderson Motor Service Co. permitted to intervene. 

MC 45865, Freight Forwarders, Inc. Application dismissed on 
request of applicant. 

MC 68183, Yankee Lines, Inc., common carrier application. Cleve- 
land, Columbus & Cincinnati Highway, Inc., et al., and Horn’s Motor 
Express, Inc., permitted to intervene. 

No. 28294, Rich Ladder & Manufacturing Co. et al. vs. A. C. & Y. 
et al.; and a subnumber, Same vs. Same. Piqua Munising Wood Prod- 
ucts Co. permitted to intervene. 

MC 70583, Sterling Express, Inc., common carrier application; MC 
19602, Economy Transportation Co., common carrier application; and 
MC 12074, H. & L. Transportation Corporation, broker application. 
Effective date of order of July 5 which by its terms denies application 
in MC 12074, effective August 31, postponed to November 15. 

MC 88982, Sub. N. 5, Frisco Transportation Co., common carrier 
application. City of Chaffee, Mo., permitted to intervene. 

MC C-113, petroleum, Rhode Island points to Worcester, Mass. 
Effective date of order entered August 8, postponed until November 1. 

MC 30854, Cross Transportation, Inc., common carrier application. 
Effective date of order of August 8, which by its terms denied ap- 
plication effective September 18, modified to extent that it is to be- 
come effective December 18. 


MC 100254, R. J. Allison Co., Inc., contract carrier application. 
Hugh Breeding, Inc., permitted to intervene. 


Common- 


FINANCE APPLICATIONS 


Finance No. 12538. Evansville & Ohio Valley Railway Co., Inc., 
asks authority to issue $83,000, face value, of its first mortgage bonds 
secured by deed of trust, and $83,000, par value, of its common 
capital stock. The company’s proposal is to take over the property 
and assets of the old company, the Evansville & Ohio Valley Rail- 
way Co., and to issue the stocks and bonds to holders of the old first 
mortgage bonds ($166,000), ‘‘who are the incorporators and stock- 
holders of the new corporation and the owners of the assets and prop- 
erty of the old corporation by purchase at receiver’s sale.’’ 

Finance No. 1008. Central Truck Lines, Inc., Tampa, Fla., asks 
authority to purchase and transfer from L. E. Johnson, dba Tarpon 
Truck Line, to it, a Florida Railroad Commission certificate and an 
Interstate Commerce Commission certificate, and temporarily to operate 
those properties for a period not exceeding 180 days, pending disposi- 
tion of the application. 

Finance No. 1009. Central Truck Lines, Inc., Tampa, Fla., asks 
authority to purchase and transfer from C. A. Walters, dba Walters 
Truck Line, to it, an Interstate Commerce Commission certificate, and 
temporarily to operate those properties for a period not exceeding 
180 days pending disposition of the application. 

Finance No. 1010. United Transports, Inc., Oklahoma City, Okla., 
asks authority to purchase operating rights and properties of W. O. 
Hawkins, dba Hawkins Transport Co., and temporarily to operate those 
properties for a period not exceeding 180 days, pending disposition of 
the application. 

Finance No. 12539. Clarion River Railway Co., asks authority to 
abandon a portion of its lines from its terminal at its connection with 
the Pennsylvania at Croyland, Pa., to a point at the end of an overhead 
crossing at Carmen, Pa., approximately 4059 feet. 

Finance No. 12540. Gulf, Mobile & Northern and its receivers 
jointly ask authority to construct 551.5 feet of track connecting the 
main line track of the Gulf, Mobile & Northern with a wye track 
of the Illinois Central near Bemis, Tenn., and 8,781 feet of track con- 
necting the wye track with the main line track of the Mobile & Ohio 
at Jackson, Tenn., and to extend its operation over the tracks so con- 
structed and, under contracts for joint use, over 1,858.8 feet of the 
wye track of the Illinois Central and over 1933.6 feet of the main line 
of the Mobile & Ohio to reach and enter Iselin Yard of that company, 
“all to effect a physical connection with the main line of the Gulf, 
Mobile & Northern and the main line of the Mobile & Ohio at Jack- 
son, Tenn., for the movement of cars and engines and trains from 
one of said lines to the other.’’ 

MC F-1011. M & R Transportation Co., Inc., Springfield, Mass., 
asks authority to lease the operating rights and to purchase certain 
motor equipment of the Malkin Motor Freight Co. 

MC F-1012. American Transfer Co., Baltimore, Md., asks authority 
to purchase rights and franchise of the Southern County Freight Lines. 


PETITIONS FOR REHEARING, ETC. 

No. 28278, Barre Forwarding, Co. et al. vs. Montpelier & Wells 
River et al. Defendants ask dismissal of complainant on the ground that 
said complaint does not now comply with Rule III (h) 2 of Commis- 
sion’s Rules of Practice. 

1. & S. No. 4511, estimated weights on citrus fruits. W. H. Clark 
Fruit Co., Gentile Brothers, Rogers & Freeman, Sheffield & Mont- 
gomery, Snively Groves, Inc., Worthy Stanford, lessee, Stapling Ma- 
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chines Co., and South Lake Apopka Citrus Growers Association as, 
clarification of issues and restriction of evidence. 

MC-F 664, A. R. Dalby, lease, J. A. Fadell and D. C. Sanders, 4 
R. Dalby, J. A. Fadell and D. C. Sanders ask modification of decision, 

Ex Parte MC 14, motor carrier rates in middle Atlantic states, p 
T. Waring, agent, for and in behalf of carriers party to his MF I. ¢. Cc. 
No. 96, MF 1. C. C. No. 167 and MF I. C. C. 206 asks modification os 
order in connection with steel drums; scrap magazines; linoleym 
cement; peanut butter; paper labels; soap and soap products; calciym 
arsenate, etc.; rugs; horse hair; bandages or dressings; holders or 
dispensers, ice cream cone, steel; groceries; fibreboard boxes; fer. 
tilizer and fertilizer materials; wooden barrels; zinc oxide, etc., ang 
hard surface floor covering. 

No. 26570, reduced pipe line rates and gathering charges, Ajax 
Pipe Line Corporation, Oklahoma Pipe Line Co., Standard Oil Co, of 
Louisiana, Transit and Storage Co. and Tuscarora Oil Co., Ltd., re 
spondents, ask that financial and operating reports made by these 
respondents to Commission in the pendency of this proceeding, ang 
the compilations made and issued by Commission’s Bureau of Statis. 
tics based thereon, be made a part of the record herein by reference 
and without being actually filed therein. 

MC-F 961, application of Dozier L. Hood and Mrs. Dozier L. Hood 
to purchase all outstanding common stock of AAA Highway Express, 
Inc., and all common stock of East and West Motor Lines, Inc., not 
owned by AAA Highway Express, Inc. Dozier L. Hood and Mrs. Dozier 
L. Hood ask dismissal of application. 

Electric railway No. 7, re status under carriers taxing act of 1937 
and railroad retirement act of 1937 of Chicago South Shore & South 
Bend and Claude J. Jackson, surviving trustee. Chicago, South Shore 
& South Bend and Claude J. Jackson ask rehearing. 

No. 28038, Traffic Bureau, Lynchburg Chamber of Commerce for 
Wray, Goodwin Co., Inc., vs. P. R. R. et al. Pennsylvania Railroad 
Co., Baltimore & Ohio, Southern, and Valley Railroad Co. (of Virginia), 
ask Commission to reconsider report of division 4. 

No. 28015, Southern Acid & Sulphur Co., Inc., vs. B. S L. & W. 


et al. Complainant asks reopening for reargument before and recon- 
sideration by entire Commission. 


No. 16300 and Sub. Nos. 1 to 5, incl., Armstrong Packing Co. et al. 
vs. Abilene & Southern et al. Edgar L. Flippen, trustee, asks that 
Commission reopen proceeding for further consideration by entire Com- 
mission, and that on such consideration Commission set aside report 
and order of division 4 made herein under date of July 17, in so far 
as request of Edgar L. Flippen, Trustee, to be substituted for com- 


plainant Armstrong Packing Co., and right of this complainant to 
reparation was denied. 


SIGNAL SYSTEMS 

The Chicago, St. Paul, Minneapolis & Omaha has filed an 
application with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing with- 
in fifteen days from September 1. 

The Great Northern; and Chicago, Rock Island & Pacific 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under para- 
graph (b) section 26 of the interstate commerce act. Any in- 
terested party desiring hearing should advise the Commission in 
writing within 15 days from September 5. 

The Lehigh Valley has filed an application with the Com- 
mission for approval of proposed modification of signal systems 
or devices under paragraph (b) section 26 of the interstate 
commerce act. Any interested party desiring hearing should 
advise the Commission in writing within 15 days from Sep- 
tember 7. 


B. & P. REORGANIZATION 

The Provident Institution for Savings in the town of Bos- 
ton, in Finance No. 12131, Boston & Providence Railroad Cor- 
poration reorganization, as the holder and owner of $2,170,000 
of five per cent debentures of the Boston & Providence which 
matured July 1, 1938, said that taking all the matter it had 
mentioned into consideration, the New Haven’s bid for the 
Boston & Providence, as contained in its plan of reorganization, 
was substantially too low. It said that its position was that 
whatever consideration the New Haven might pay for the 
Boston & Providence it must be applied first to the payment 
of the Boston & Providence’s debt in full in money or moneys 
worth. The bank said it was willing to take securities if they 
were worth the full amount of the debt, or an obligation of 
the Boston & Providence collaterally secured by the full con 
sideration received if such consideration was reasonably ade- 
uate. 
» The New York Central and a committee representing aM 
independent group of stockholders of the Boston & Providence 
have been allowed to intervene in this proceeding. 


FRISCO REORGANIZATION 
The Commission has extended from September 20 to Octo 
ber 5 the time for filing briefs in Finance No. 10008, St. Louis: 
San Francisco reorganization. The time for filing replies has 
been extended from September 10 to September 20. Argument 
set for October 31 in this proceeding remains unchanged. 
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Proposed Reports 


in I, C. C. Cases 





TARIFF DESCRIPTION COMPLAINT 


RECOMMENDATION that the Commission find not un- 

reasonable, unjustly discriminatory, or unduly prejudicial 
tariff descriptions and rules governing mixed shipments gen- 
erally maintained for the transportation of natural or cast stone, 
including granite, marble and limestone, has been made by Ex- 
aminer Morris H. Konigsberg, in a proposed report in No. 
827, Oglesby Granite Quarries et al. vs. Aberdeen & Rockfish 
et al. However, he has recommended that scabbled blocks of 
limestone be included in the so-called rough group; that steeled 
marble or granite be included in the so-called dressed group; 
and that defendants give consideration to the establishment 
of uniform descriptions and through rates on traffic from south- 
em producing territory to points in western trunk line 
territory. 

According to the report, complainants are corporations 
engaged in quarrying and processing granite and marble at 
Elberton, Tate and Atlanta, Ga., and Marble, N. C. They 
alleged that the tariff descriptions and rules governing mixed 
shipments, published by defendants for the transportation of 
the commodities mentioned were ambiguous and uncertain 
in meaning, resulting in the application of rates which had 
been and were unreasonable, unjustly discriminatory and un- 
duly prejudicial in violation of sections 1, 2, 3 and 6. 


The examiner pointed to the findings of the Commission 
in Consolidated Stone Cases, 200 I. C. C. 65, with respect to 
the rates, minimum weights and descriptions of various kinds 
of stone applicable on traffic east of the Rocky Mountains, and 
said that those findings were pertinent to the instant proceed- 
ing In the Consolidated Stone Cases, supra, the examiner 
said, no finding was made with respect to descriptions or rat- 
ings to be applied on traffic from southern territory to west- 
erm trunk line territory. Commodity rates, he said, were 
maintained from the producing points to Ohio and Mississippi 
River crossings applicable on traffic for beyond. There was a 
lack of uniformity in the descriptions maintained ni connec- 
tion with those commodity rates by different lines of railroad 
even from the same producing point as well as in descriptions 
from the several producing points and territories, said he. 
Complainants have, therefore, he said, encountered consider- 
able difficulty in properly describing their shipments from the 
origins in issue to destinations in western trunk line territory. 
The record, he said, warranted the conclusion that the four 
general group descriptions found reasonable in the before men- 
tioned case should apply on traffic from southern territory to 
Western trunk line territory. There was no evidence of record, 
however, said the examiner, on which to predicate a finding 
a to what would constitute a lawful basis of rates to apply 
inconnection with the several group descriptions. Defendants, 
he said, should give consideration to the establishment of 
through rates in the light of Western-Southern Class Rates, 
226 I. C. C. 497, 231 I. C. C. 315, and 232 I. C. C. 81, wherein 
areasonable basis of class rates was prescribed between those 
territories. Continuing, the examiner said: 


Complainants’ requests that the Commission authorize the waiver 
of the undercharges is predicated upon the allegation that the tariff 
descriptions in issue are ambiguous and, therefore, unreasonable, un- 
justly discriminatory and unduly prejudicial. . . There are approxi- 
mately 1,000 shipments involved, which moved during the latter part 
of 1934, the year 1935, and the early part of 1936... 


This record adequately demonstrates that there is no merit to com- 
Dlainants position that the assailed tariff descriptions are ambiguous 


an preretare, unreasonable, unjustly dicriminatory, and unduly preju- 
al, 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
% days from date of service of reports (unless otherwise stated), be 
come effective unless exceptions have been filed within the 20-day 
Period or exceptions have been seasonably filed by other parties, or 
= order has been stayed or postponed by the Commission. State in 
hich applicant has home office is shown in “‘black face” type.) 


Ilinois—MC 100426, Julian Harvey Finkel and Esther G. 
el, dba Boots Auto Towing, common carrier application. 
“adminer F. Roy Linn. Served September 6. Denial of cer- 
Cate proposed. Wrecked or disabled automobiles and trucks 
€en points in Iowa, Missouri, Arkansas, Wisconsin, Illinois, 
€ntucky, Michigan, Indiana, and Ohio, over irregular routes. 


Pennsylvania—MC 100303, Leo Anthony Holt, dba Holt’s 
Motor Express, contract carrier application. Joint board 255. 
Served September 6. Permit recommended. Such commodities 
as are dealt in by chain grocery stores from Philadelphia, Pa., 
to Vineland, N. J., and Wilmington, Del., over specified routes. 

INinois—MC 100285, Louis B. Darovic, dba Warehouse 
Motor Service, common carrier application. Joint board 149. 
Served September 6. Certificate recommended. General com- 
modities within the city of Chicago, Ill., between loading plat- 
forms located at the Soo Terminal Warehouse building and 
other points in Chicago, over irregular routes. 

Pennsylvania—MC 100280, Henry Shelley, contract carrier 
application. Joint board 255. Served September 6. Permit 
recommended. Such merchandise as is dealt in by wholesale and 
retail chain grocery stores, between Philadelphia, Chester, and 
Lansdowne, Pa., Camden, Trenton, and Vineland, N. J., and 
Wilmington, Del., over irregular routes. 

illinois—MC 100202, Joseph Kuchar, common carrier appli- 
cation. Examiner F. R. Linn. Served September 6. Denial of 
certificate proposed. Household goods between Chicago, Ill., and 
points in Indiana, Michigan and Wisconsin, over irregular 
routes. 

New York—MC 100123, Henry Jacobs, common carrier ap- 
plication. Examiner T. M. Hanrahan. Served September 6. 
Denial for want of prosecution proposed. Fertilizer between 
Carteret, N. J., on the one hand, and Hicksville and Northport, 
N. Y., on the other. 

New York—MC 95898, Benjamin C. Kowalsky, common 
carrier application. Examiner T. M. Hanrahan. Served Sep- 
tember 6. Denial of certificate proposed. Lumber from Brook- 
lyn, N. Y., to points in New York, over regular and irregular 
routes. 

INlinois—MC 95681, Elliott O. Andrews and Adelbert D. 
Daniels, dba Belvidere-Rockford Express, common carrier ap- 
plication. Joint board 149. Served September 6. Denial for 
want of prosecution proposed. General commodities, with excep- 
tions, between points in Illinois. 

New York—MC 95487, James Tropiano, common carrier 
application. Joint board 305. Served September 6. Permit 
proposed on finding applicant’s operations to be those of a con- 
tract carrier. Lumber and forest products from Long Island 
City, N. Y., to points in New York, New Jersey and Connecticut 
within 150 miles of Long Island City, over irregular routes. 

Pennsylvania—MC 89415, Kermit T. Beitelman, contract 
carrier application. Joint board 67. Served September 6. Denial 
of permit proposed. Coal from Pottsville, Pa., and vicinity to 
New Jersey points. 

New York—MC 87158, Empire Freight Co. of New York, 
Inc., broker application. Examiner T. M. Hanrahan. Served 
September 6. Denial of license proposed. General commodities 
in interstate or foreign commerce. 

iNinois—MC 75005, Thompson Terminal Warehouses, Inc., 
broker application. Joint board 149. Served September 6. 
Denial for want of prosecution proposed. Applicant sought a 
license as a broker in arranging for the transportation of gen- 
eral commodities, except furniture and commodities under re- 
frigeration, in interstate commerce. 

New York—MC 78759, John A. Zahn, brooker application. 
Examiner T. M. Hanrahan. Served September 6. Denial of ap- 
plication for a broker’s license proposed. Passengers in inter- 
state or foreign commerce. 

New York—MC 74923, Highbridge Van Co., Inc., broker 
application. Examiner T. M. Hanrahan. Served September 6. 
Denial of application for a broker’s license proposed. House- 
hold goods in interstate or foreign commerce. 

Washington—MC 39198, Sub. No. 1, James Arthur Krous, 
dba Krous Transfer, common carrier extension—general com- 
modities. Joint board 45. Served September 6. Denial of cer- 
tificate recommended. General commodities between Grand- 
view, Wash., and Portland, Ore., and Tacoma, Wash. Excep- 
tions, if any, must be filed within 25 days from date of service. 


Idaho—MC 11602, Sub. No. 2, Murray Baum, extension of 
operations—petroleum products. Examiner R. J. Olentine. 
Served September 6. Denial for want of prosecution proposed. 
Petroleum products between points in Montana, Idaho and 
Utah. Exceptions, if any, must be filed within 25 days from 
date of service. 

Michigan—MC 3289, Sub. No. 2, Reliable Drivers Corpora- 
tion—extension of operations. Examiner F. R. Linn. Served 
September 6. Certificate recommended. New trucks and new 
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chassis, by driveaway methods, in initial movements, from points 
of manufacture and assembly in Warren township, Macomb 
county, Mich., to points in Illinois, Indiana, Kentucky, Mary- 
land, Michigan, Missouri, New Jersey, New York, North Caro- 
lina, Ohio, Pennsylvania, Tennessee, West Virginia, the Dis- 
trict of Columbia, and that part of Wisconsin on and south of 
U. S. highway 18, over irregular routes, and trucks and chassis, 
new and used, in subsequent or secondary movements between 
all points before mentioned, over irregular routes. 

Wisconsin—MC 1871, Sub. No. 1, John B. Jeanpierre, dba 
Admiral Moving and Storage Co., extension of operations. Ex- 
aminer L. W. Cunningham. Served September 6. Certificate 
proposed. Household goods, between Milwaukee, Wis., on the 
one hand, and points in Indiana, Minnesota, and Iowa, on the 
other, over irregular routes. 

Maryland—MC 725, Sub. No. 1, Joseph Meltzer Transfer & 
Express, Inc., extension of operations—Ellicott City. Joint board 
112. Served September 6. Certificate recommended. Wool in 
bales, in interstate or foreign commerce, between Baltimore, 
Md., and Ellicott City, Md., over U.S. highway 40. 

Ohio—MC 20007, M. W. Haley, contract carrier application, 
embracing also MC 76126, City Package Delivery, Inc., com- 
mon carrier application. Examiner Allan F. Borroughs. Served 
September 6. Denial of application for a permit proposed under 
the grandfather clause. Incubators, hardware and general mer- 
chandise between Springfield, O., on the one hand, and points 
in New York, Pennsylvania, West Virginia, Illinois, Indiana, 
Michigan, Kentucky, Tennessee, North Carolina, South Caro- 
lina, Missouri, Iowa, Nebraska, and Minnesota, on the other, 
over irregular routes. The examiner has also recommended 
denial of application of City Package Delivery, Inc., on finding 
that company’s local cartage operations in Springfield, O., to 
be exempt under section 203 (b) (8) of the motor carrier act. 
The company sought a certificate to continue operation as a 
common carrier of general commodities, with exceptions, be- 
tween Springfield, O., on the one hand, and points in New York, 
Pennsylvania, West Virginia, Kentucky, Tennessee, North 
Carolina, South Carolina, Michigan, Indiana, Illinois, Missouri, 
Iowa, Nebraska and Minnesota, on the other, over irregular 
routes. 

New Jersey—MC 100322, Paragon Trucking Co., Inc., con- 
tract carrier application. Examiner T. M. Hanrahan. Served 
September 1. Certificate proposed. White sand lime brick from 
Sayreville, N. J., to New York, N. Y., and points in West- 
chester and Nassau counties, N. Y., over irregular routes. 

Iidaho—MC 100493, George P. Jones, common carrier appli- 
cation. Joint board 258. Served September 2. Certificate 
recommended. Live stock from points in Oneida county, Ida., to 
Salt Lake City and Ogden, Utah, and sugar beet pulp from 
Garland, Utah, to points in Oneida county, over irregular 
routes. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

Missouri—MC 100425, Harry Eugene Boswell, contract car- 
rier application. Joint board 135. Served September 2. Per- 
mit recommended. Explosives from Farmington, Mo., and 
points within 4 miles thereof, to points in that part of Illinois 
on and south of Illinois highway 140 and U. S. highway 40, 
on and west of U. S. highway 51, and on and south of Illinois 
highways 15, 142 and 13 over irregular routes. 


New Jersey—MC 95971, Red Streak Trucking Co., Inc., 
contract carrier application. Examiner L. R. Conley. Served 
September 2. Permit recommended. Specified commodities 
between Rahway, N. J., and New York, N. Y., over irregular 
routes. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

Massachusetts—MC 95956, John William Bonnell, dba Red 
& White Furniture & Trucking, common carrier application. 
Examiner L. R. Conley. Served September 2. Certificate 
proposed. Used household goods, between Worcester, Mass., 
on the one hand, and points in Rhode Island and New York, 
on the other, and apples in season, from Worcester to New 
York, N. Y., over irregular routes. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

Nebraska—MC 95887, Carl George, common carrier appli- 
cation. Joint board 140. Served September 2. Denial of cer- 
tificate proposed. Live stock and other commodities between 
points in Nebraska, Kansas and Missouri. 


New York—MC 95252, Charles DeMartini, Jr., common 
carrier application. Examiner L. R. Conley. Served Septem- 
ber 2. Certificate recommended. Household goods between 
points in Bergen and Hudson counties, N. J., on the one hand, 
and New York City and points in Rockland, Dutchess, Putnam 
and Westchester counties, N. Y., on the other, over irregular 
routes. Modified procedure. Hearing on request. Exceptions, if 
any, must be filed within 30 days from date of service. 

Pennsylvania—MC 65623, Wallace C. Coyle, common car- 
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rier application. Joint board 67. Served September 2. Denia] of 
application for a certificate or permit proposed. Sand, brick 
cement, gravel, stone, earth, coal, lumber, steel, building 
materials, and contractors’ equipment, between points in Penn. 
sylvania, New York and New Jersey, over irregular routes, 

New York—MC 62836, Sub. No. 2, Harold Shaffee, exten. 
sion, Albany-Barre. Joint board 319. Served September 9 
Permit recommended. Malt beverages from Newark, N. J., to 
Albany, N. Y., and Barre, Vt., with empty malt beverages con. 
tainers on return, over irregular routes. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
30 days from date of service. 

New York—MC 42589, Alex L. Scheck, broker application, 
Examiner T. M. Hanrahan. Served September 2. Denial of 
license proposed. General commodities, except tobacco, alcoholic 
liquors and silk, in interstate commerce. 

Missouri—MC 38372, Sub. No. 2, Ray Smock and Walter 
R. R. Smock, dba Smock Transportation, common carrier ap. 
plication. Joint board 135. Served September 2. Certificate 
recommended. Petroleum lubricating oils and greases from 
Roxana, Ill., to Doniphan, Mo., and empty containers on return, 

Indiana—MC 29761, George W. Welch, common carrier 
application. Joint board 73. Served September 2. Certificate 
proposed. Continuance of operation, general commodities, with 
exceptions, between points in Cook county, IIl., on the one 
hand, and points in Lake and Porter counties, Ind., located on 
and north of U. S. highway 30, on the other, over irregular 
routes; and steel from points in Lake county located on and 
north of U. S. highway 30 to Detroit, Mich., over U. S. high- 
way 12. 

South Carolina—MC 14486, Sub. No. 8, McDuff Turner, 
dba Carolina Scenic Coach Lines, extension alternate route 
—Salem Cross Roads—Bookman, S. C. Joint board 177. Served 
September 2. Certificate recommended. Passengers and their 
baggage, and express, mail, and newspapers in the same vehicle 
with passengers, between Salem Cross Roads and Bookman, 
S. C., over a regular route and serving all intermediate points, 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 

New York—MC 12162, Sanford Peters, broker application. 
Examiner T. M. Hanrahan. Served September 2. Denial for 
want of prosecution proposed. Applicant sought a license to 
arrange for the transportation of passengers and property be- 
tween points in the United States. 

Indiana—MC 48645, Sub. No. 3, Indiana Railroad, Bow- 
man Elder, receiver, dba Bowan Elder, receiver of Indiana 
Railroad, common carrier application. Examiner L. R. Conley. 
Served September 2. Certificate proposed. General commodi- 
ties, with exceptions, between Indianapolis, Ind., and Louisville, 
Ky., over a specified route, with service to intermediate points 
and several off-route points. 

MC F-875, Harris Brothers Transfer Co., purchase, Glos- 
son-Hancock, Inc. Examiner Lacy W. Hinely. Served Septem- 
ber 2. Recommends approval of purchase by Harris Bros. 
Transfer Co., of Charlotte, N. C., of operating rights and 
property of Glosson-Hancock, Inc., of Bonlee, N. C. 

West Virginia—MC 65472, Sub. No. 2, Paul E. Barcus, ex- 
tension of operations—Woodland, W. Va. Joint board 118. 
Served September 2. Certificate proposed. General commodi- 
ties between New Martinsville and Woodland, W. Va., over 4 
specified route, serving Proctor and Clarington, W. Va., as 
intermediate points. The joint board proposed that the author- 
ization be subject to the conditions that the service to be per- 
formed shall be limited to service, which is auxiliary to, oF 
supplemental of, rail service of the Baltimore & Ohio Railroad; 
and that shipments transported by applicant shall be limited 
to those which it receives from or delivers to the railroad under 
a through bill of lading, in addition to movement by applicant, 
a prior or subsequent movement by rail. 

New York—MC 95970, Blackham Trucking & Storage Co. 
Inc., common carrier application. Examiner L. R. Conley. 
Served September 7. Certificate recommended. Specified com- 
modities between New York City and points in Nassau and 
Suffolk counties, N. Y., on the one hand, and other points in 
New York, over interstate routes, and those in New Jersey, 
Delaware, Pennsylvania, Maryland, Virginia, Connecticut, 
Rhode Island, Massachusetts, Florida, Ohio, Illinois and the 
District of Columbia, on the other, over irregular routes. Modi- 
fied procedure. Hearing on request. Exceptions, if any, must 
be filed within thirty days from date of service. 

New York—MC 94876, John Acerra, dba Tuxedo Trucking 
Co., common carrier application. Joint board 305. Served 
September 7. Certificate proposed. Bakery products from 
New York, N. Y., to Newark, N. J., and points in Connecticut 
on and west of U. S. highway 5, and in the reverse direction, 
stale bakery products and empty bakery-product containers, 
over irregular routes. Modified procedure. Hearing on tf 
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juest. Exceptions, if any, must be filed within thirty days 
rom date of service. : ’ 

New York—MC 94418, Louis Fleischman and Abraham 
eller, common carrier application. Examiner T. M. Hanrahan. 
kerved September 7. Denial of certificate proposed. Materials 
and trimmings necessary for the manufacture of ladies’ and 
hildren’s coats from New York, N. Y., to Red Bank and Long 
pranch, N. J., and ladies’ and children’s coats on return trips, 
wer a specified route. 

Colorado—MC 93755, Sub. No. 1, W. H. Oberwortman, dba 

H. O. Fast Freight, common carrier extension—Coffeyville. 
Fxaminer W. R. Pierce. Served September 7. Certificate rec- 
ommended. Petroleum products, in bulk, from Coffeyville, 
an., to Colorado Springs, Colo., over described routes. 

Maryland—MC 91695, Sub. No. 2, John T. Hearn, exten- 
ion—lime, scrap iron and castings. Joint board 74. Served 
Keptember 7. Certificate recommended. Lime, in bags, from 
and to specified points in Maryland and Pennsylvania, and scrap 
iron and castings between specified points in Maryland and 
Pennsylvania, over irregular routes. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within thirty 
jays from date of service. a. 

Pennsylvania—MC 91449, William S. Kurtz, common car- 
rier application. Examiner L. R. Conley. Served September 7. 
(Certificate proposed. Household goods, between Harrisburg, 
Pa, and points within five miles thereof, on the one hand, and 
points in Maryland, New Jersey, and New York, on the other, 
oer irregular routes. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within thirty days 
from date of service. 

Mississippi—-MC 89734, Tyson McGuire, contract carrier 
application. Joint board 97. Served September 7. Denial of 
permit proposed. Packing house products between points in 
Mississippi, over specified and irregular routes. 

Arkansas—MC 29564, Sub. No. 2, Scott Hamilton, Pitts- 
burg, Kan., extension. Joint board 285. Served September 7. 
Certificate proposed. Explosives, between Pittsburg, Kan., and 
points within the area of a 10-mile radius thereof, on the one 
hand, and Fort Smith, Ark., and points within a 10-mile radius 
thereof, on the other, and from Pittsburg and Fort Smith and 
points within ten miles of each, on the one hand, to points in 
Arkansas and in Oklahoma, on and east of U. S. highways 77 
and 177, on the other, over irregular routes. ; 

North Carolina—MC 25395, Old Hickory Motor Freight, 
Inc, successor in interest to H. W. Davis, dba Davis Motor 
Lines, common carrier application. Examiner G. P. Werner. 

erved September 7. Certificate recommended. Continuance 

of operation, specified commodities between points in North 
arolina, Virginia, District of Columbia, Maryland, Delaware, 

Pennsylvania, New Jersey, New York and South Carolina, 

over irregular routes. 


Oregon—MC 7155, Sub. No. 2, Roy Williams, common car- 
rier extension—Polk County. Joint board 45. Served Septem- 
ber 7. Certificate proposed. Emigrant movables, farm imple- 

ents, agricultural products, live stock machinery and fresh 

fruits, between points in Marion, Linn, and Polk counties, Ore., 
m1 the one hand, and points in Oregon and Washington, on the 
other; dressed poultry from points in Marion, Linn and Polk 
ounties to points in Oregon and Washington; wool from the 
before-mentioned counties to Portland, Ore.; and canned goods 
and dried or evaporated fruits, from points in Marion, Linn and 
Polk counties not served by regular route interstate motor 
atiers, to Portland. Exceptions, if any, must be filed within 
wenty-five days from date of service. 


North Carolina—MC 66691, Guy M. Turner and Frank B. 
umner, a partnership, dba Turner’s Transfer, common carrier 
kpplication. Examiner G. P. Werner. Served September 7. 
ertificate proposed. Continuance of operation, general com- 
modities, with exceptions, between all points in North Caro- 
lina, on the one hand, and all points in Virginia, Maryland, 
Welaware, Pennsylvania, New Jersey, New York, Connecticut, 
Rhode Island, Massachusetts, Ohio, Indiana, Illinois, South 
arolina, Georgia and the District of Columbia, on the other; 
end household goods, and machinery and materials, requiring 
Special equipment, between all points in North Carolina, Vir- 
Billa, Maryland, Delaware, Pennsylvania, New Jersey, New 
ork, Connecticut, Rhode Island, Massachusetts, West Virginia, 
hio, Indiana, Illinois, Michigan, Tennessee, South Carolina, 
— Alabama and the District of Columbia, over irregular 
routes, 

Georgia—MC 6554, Sub. No. 2, Dixie Freight Lines, Inc., 
dumbus extension. Examiner Richard Yardley. Served Sep- 
ember 7. Denial of certificate proposed. General commodities 
tween Columbus, Ga., and Birmingham, Ala., and between 
pylacauga, Ala., and Anniston, Ala., over specified routes. The 
‘“aminer said that although the proposed operation might 
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result in some economy to applicant, it failed to submit any 
evidence showing the tonnage it transported between the points, 
the actual saving in money, the time saved in transportation, 
and the demand for any service between the points. The mere 
filing of an application and the contention that, if any certifi- 
cate was granted between two certain points, it should be 
granted to an applicant who was operating between the same 
points over a circuitous route, he said, was without merit. Each 
proceeding, he emphasized, must be decided on the record as 
made. 

California—MC 18718, Alvin T. Knopp, dba Tri-State Fast 
Freight, broker application, embracing also MC 18719, A. Col- 
letti, dba Colletti Fast Freight, common carrier application. 
Examiner W. T. Croft. Served September 7. Certificate in 
MC 18719 proposed. Continuance of operation, specified com- 
modities, between Los Angeles, Calif., on the one hand, and 
Medford and Portland, Ore., and Seattle, Wash., on the other, 
over a described route. The examiner recommended denial of 
a license in MC 18718 to operate as a broker in the trans- 
portation of general commodities in interstate or foreign com- 
merce. Exceptions, if any, must be filed within twenty-five 
days from date of service. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-814, the Commission has suspended from 
September 7 until December 6, the operation of all schedules 
as published in tariffs MF-I. C. C. 34 and 35 of Great Central 
Transport Corporation, Detroit, Mich. The suspended sched- 
ules propose to etablish new and reduced truckload commodity 
rates on paints, lacquers and varnishes, also paper and paper 
articles, from Dayton and Moraine City, O., to Rochester, N. Y., 
in lieu of higher class or commodity rates. An illustrative pro- 
posal is to establish a rate of 40 cents on dry paint, in metal 
cans in boxes, minimum 20,000 pounds, from Dayton, O., to 
Rochester, N. Y., in lieu of the present rate of 41 cents. 

In I. and S. M-815, the Commission has suspended from 
September 8, until December 7, the operation of all schedules 
as published in tariff MF-I. C. C. 5 of Malcolm P. McLean, Jr., 
dba McLean Trucking Co., Fayetteville, N. C. The suspended 
schedules propose to establish a new truckload commodity rate 
of 35 cents a 100 pounds on potatoes, other than sweet, min- 
imum 20,000 pounds, from Cranberry, Freehold, and Robbins- 
ville, N. J., to Burlington, Charlotte, Concord, Durham, Fay- 
etteville, Goldsboro, Greensboro, High Point, Raleigh, Rocky 


Mount and Salisbury, N. C., in lieu of present class rates. The 
following is illustrative: 


Potatoes from Cranberry, N. J., to Fayetteville, N. C., present rate, 
minimum is 10,000 pounds when moving in a truck, and 15,000 pounds 
when moving in a tractor-trailer unit, 64; proposed rate, minimum 
20,000 pounds, 35. 


In I. and S. M-812, the Commission has suspended from 
September 6 until December 5, the operation in part of supple- 
ment No. 10 to schedule MF I. C. C. No. 138 of Southwest 
Freight Lines, Inc., Kansas City, Mo. The suspended schedule 
proposed to establish new contract carrier minimum charges on 
canned goods, any-quantity, from Colorado points to points in 
Kansas and Missouri, and on canned dog food, minimum weight 
18,000 pounds, between Kansas City, Mo., and points in Okla- 
homa. The proposed minimum charges represent both increases 
and reductions in present minimum charges and in some in- 
stances are being established for the first time. An illustrative 
proposal is to establish an any-quantity rate of 35 cents on 
canned goods from Denver, Colo., to Topeka, Kan., in lieu of 
the present rate of 40 cents, minimum 18,000 pounds. 

In I. and S. M-813, the Commission has suspended from 
September 6 until December 5, the operation of certain sched- 
ules as published in tariff MF I. C. C. No. 64 of Agent R. S. 
Cooper, Greensboro, N. C. The suspended schedules propose to 
establish new any-quantity commodity rates on oleomargarine 
from Cincinnati, Ohio, to Columbia, S. C., Asheville, Charlotte, 
Raleigh, and Winston-Salem, N. C., in lieu of present class 
rates, also proposed truckload commodity rates on printing and 
wrapping paper, also paper bags from Canton, N. C., to Charles- 
ton, S. C., Louisville, Ky., and Sumter, S. C., in lieu of present 
higher class or commodity rates. The following is illustrative: 


Oleomargarine from Cincinnati, Ohio, to Asheville, N. C., present 
rate, less truckload, 112; minimum 10,000 pounds, 80; minimum 15,000 
pounds, 76; proposed rates, any quantity, 75. 


In I. and S. M-810, the Commission has suspended from 
September 5 until December 4 the operation in part of schedule 
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M. F. I. C. C. 2 of G. L. Peck, Monmouth, Ill. The suspended 
schedule proposed to establish new contract carrier minimum 
charges on canned goods from Terre Haute, Ind., and Stough- 
ton, Wis., to Quincy, Ill., on cheese from Marshfield, Wis., and 
points grouped therewith, to Quincy, Ill., and on washing ma- 
chines from Ripon, Wis., to Monmouth, IIl., also reduced con- 
tract carrier minimum charges on eggs from St. Louis, Mo., 
to Quincy, Ill., and on farm implements, tractors and parts 
from Racine and West Allis, Wis., to Monmouth, Ill. An illus- 
trative proposal is to establish a rate of 30 cents, minimum 
6,000 pounds, on eggs from St. Louis, Mo., to Quincy, IIl., in 
lieu of the present rate of 20 cents a case. 

In I. and S. M-811, the Commission has suspended from 
Sepember 4 until December 3, the operation of certain sched- 
ules as published in Tariff MF-I. C. C. 10 and Supplement 2 
thereto, of W. A. Burch, dba Burch Trunk Line, Wichita, Kan. 
The suspended schedules propose to establish new and reduced 
commodity rates, between points in Illinois, Missouri, Kansas 
and Oklahoma, in lieu of higher class or commodity rates. An 
illustrative proposal is to publish a rate of 51 cents on binder 
twine, minimum 10,000 pounds, between St. Louis, Mo., and 
Topeka, Kan., in lieu of the present rate of 70 cents. 

In I. and S. 4700, the Commission has suspended from 
September 8, 1939, until April 8, 1940, the operation of certain 
schedules as published in supplements 110 and 113 to Agent 
J. P. Haynes Tariff I. C. C. 1295. The suspended schedules 
propose reduced rates on mixed carloads of certain commodi- 
ties from San Francisco and Los Angeles, Calif., to Portland, 
Ore., to meet water competition. 


In I. and S. 4698, the Commission has suspended from 
September 2, 1939, until April 2, 1940, the operation of cer- 
tain schedules as published in Agent Ira D. Dodge’s tariff 
I. C. C. 490 and supplements 1 and 2 thereto. The suspended 
schedules propose reduced rates on cotton linters, in carloads, 
from certain points in Texas to Galveston, Houston and Texas 
City, Tex., and New Orleans and Lake Charles, La., when for 
export or coastwise movement. The following is illustrative: 


To Galveston from Longview, Tex., present rate, min. wt. 40,000 
Ibs., 30; min. wt. 75,000 lbs., 28; proposed rate, min. wt. 36,000 Ibs., 
22; to Galveston from Tyler, Tex., present rate, min. wt. 40,000 Ibs., 
28; min. wt. 75,000 lbs., 26; proposed rate, min. wt. 36,000 lbs., 20. 


In I. and S. 4699, the Commission has suspended from 
September 5, 1939, until April 5, 1940, the operation of cer- 
tain schedules as published in supplements 45, 46 and 47 to 
joint tariffs, Agents J. R. Peel’s I. C. C. 3048 and B. T. Jones’ 
I. C. C. 3150, and supplements 24, 25, 26 and 27 to joint tariff, 
Agents J. R. Peel’s I. C. C. 3067 and B. T. Jones’ I. C. C. 
3176. The suspended schedules propose reduced rates on 
wrought iron or steel pipe and fittings, carloads, from Mem- 
phis, Tenn., to destinations in central and southern Arkansas, 
northern Louisiana and northeast Texas. The following is 
illustrative: 


From Memphis, Tenn., to El Dorado, Ark., present rate 43, proposed 
rate 20; from Memphis, Tenn., to Shreveport, La., present rate 50, 
proposed rate 23; from Memphis, Tenn., to Tyler, Tex., present rate, 
59, proposed rate 28. 


In I. and S. M-809, the Commission has suspended from 
September 4 until December 3, the operation of certain sched- 
ules as published in supplement 1 to tariff MF-I. C. C. 7 of 
Charles E. Levitan, dba Capitol Trucking Co., Fords, N. J. The 
suspended schedules propose to establish a new reduced any- 
quantity commodity rate of 48 cents a 100 pounds on men’s 
overalls and trousers from Philadelphia, Pa., to New York, 
N. Y., in lieu of a higher class rate of 56 cents a 100 pounds. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 12492, Terminal Railroad Associa- 
tion of St. Louis bonds; F. D. No. 12492 (Sub. No. 1), Cleveland, Cin- 
cinnati, Chicago & St. Louis Railway Co. assumption of obligation and 
liability; F. D. No. 12492 (Sub. No. 2), New York Central Railroad 
Co. assumption of obligation and liability; F. D. No. 12492 (Sub. No. 
3), Baltimore & Ohio Southwestern Railroad Co. assumption of obli- 
gation and liability; F. D. No. 12492 (Sub. No. 4), Pittsburgh, Cin- 
cinnati, Chicago & St. Louis Railroad Co. and Pennsylvania Railroad 
Co. assumption of obligation and liability; F. D. No. 12492 (Sub. No. 
5), Louisville & Nashville Railroad Co. assumption of obligation and 
liability; F. D. No. 12492 (Sub. No. 6), St. Louis Southwestern Rail- 
way Co. and Berryman Henwood, trustee, assumption of obligation 
and liability; F. D. No. 12492 (Sub. No. 7), Wabash Railway Co. and 
Norman B. Pitcairn and Frank C. Nicodemus, Jr., receivers, assump- 
tion of obligation and liability; F. D. No. 12492 (Sub. No. 8), South- 
ern Railway Co. assumption of obligation and liability; F. D. No. 
12492 (Sub. No. 9), Missouri Pacific Railroad Company and Guy A. 
Thompson, trustee, assumption of obligation and liability; F. D. No. 
12492 (Sub. No. 10), Illinois Central Railroad Co. assumption of obli- 
gation and liability; F. D. No. 12492 (Sub. No. 11), St. Louis-San 
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Francisco Railway Co. and J. M. Kurn and John G. Lonsdale, trustees 
assumption of obligation and liability; F. D. No. 12492 (Sub. No, 12), 
Missouri-Kansas-Texas Railroad Co. assumption of obligation and jg. 
bility; F. D. No. 12492 (Sub. No. 13), Chicago & Eastern Illinois Raj). 
way Co. and Charles M. Thomson, trustee, assumption of obligation 
and liability; F. D. No. 12492 (Sub. No. 14), Alton Railroad Co, as. 
sumption of obligation and liability; F. D. No. 12492 (Sub. No, 145) 
Chicago, Rock Island & Pacific Railway Co. and Frank O. Lowden. 
James E. Gorman and Joseph B. Fleming, trustees, assumption of 
obligation and liability; and F. D. No. 12492 (Sub. No. 16), Chicago, 
Burlington & Quincy Railroad Co. assumption of obligation and ja. 
bility; (1) granting authority to the Terminal Railroad Association of 
St. Louis to issue not exceeding 7,000,000 of refunding and improvement 
mortgage 3% per cent bonds, series B, due July 1, 1974, to be gojg 
at 100.6577 per cent of par and accrued interest and the proceeds ap. 
plied to the payment of a like amount of outstanding bonds and for 
other lawful corporate purposes; (2) granting authority to the Cleye. 
land, Cincinnati, Chicago & St. Louis Railway Co.; the Baltimore ¢ 
Ohio Southwestern R. R. Co.; the Pittsburgh, Cincinnati, Chicago & gs. 
Louis Railroad Co.; the Louisville & Nashville Railroad Co.; the s¢. 
Louis Southwestern Railway Co., and Berryman Henwood, trustee 
thereof; the Wabash Railway Co. and Norman B. Pitcairn and Frank 
C. Nicodemus, Jr., receivers thereof; the Southern Railway Co.; the 
Missouri Pacific Railroad Co. and Guy A. Thompson, trustee thereof: 
the Illinois Central Railroad Co.; the St. Louis-San Francisco Railway 
Co., and J. M. Kurn and John G. Lonsdale, trustee thereof; the Mis. 
souri-Kansas-Texas Railroad Co.; the Chicago & Eastern Illinois Raijl- 
way Co., and Charles M. Thompson as trustee thereof or his successor; 
the Alton Railway Co.; the Chicago, Rock Island & Pacific Railway 
Co., and Frank O. Lowden, James E. Gorman and Joseph B. Fleming, 
trustees thereof; and the Chicago, Burlington & Quincy Railroad Co,, 
to assume severally, obligation and liability as guarantors in respect of 
their proportionate share of the interest upon and sinking-fund install- 
ments for such bonds; and (3) granting authority to the New York 
Central Railroad Co. and the Pennsylvania Railroad Co., as lessees of 
the properties of the Cleveland, Cincinnati, Chicago & St. Louis Rail- 
way Co. and the Pittsburgh, Cincinnati, Chicago & St. Louis Railroad 
Co., respectively, to assume obligation and liability of the respective 
lessor in respect of such guaranty of the bonds, approved. 


C. G. W. REORGANIZATION FEES 


Allowance aggregating $106,630.73 have been made by the 
Commission, division 4, in Finance No. 10772, Chicago, Great 
Western reorganization, for compensation for services and 
reimbursement of expenses of the parties participating in that 
proceeding. The allowances are for services and expenses 
incurred and to be incurred, since the beginning of the pro- 
ceeding, February 28, 1936. The sum mentioned includes an 
item of $12,000 to cover future expenses of all parties. 

Claims filed in the proceeding totaled $228,992.39. The 
claims of the Reconstruction Finance Corporation, $94.38, and 
Jacques Cohen et al., in connection with $423,000 of first mort- 
gage bonds, $132.50, were allowed in full. Some instances in 
which there is a notable disparity between the amount claimed 
and the amount allowed are: Root, Clark Buckner & Bal- 
lantine, $22,914.46 and $10,914.46; Davis, Polk, Wardwell & 
Reed, $76,833.47 and $31,761.22; Percival E. Jackson and 
Vernon R. Loucks, $15,434.37 and $2,934.37; Henry J. and 
Charles Aaron, $37,500 and $12,000; Ryan, Condon & Living- 
ston, $14,988.19 and $4,988.19. 

In making its findings of individual maximum limits of 
final allowances herein the Commission said it would fix two 
separate sums in each case with respect to periods of time 
covered. For all past services and expenses actually incurred 
to July 1, 1939, one limit of final allowance would be fixed. For 
all subsequent or future services to be rendered to the com- 
pletion of the reorganization proceedings, assumed to be not 
later than July 1, 1940, on the basis above stated, another limit 
of final allowance of compensation would be fixed. For all 
future expenses or out-of-pocket disbursements that might be 
made by any or all of the parties, as well as any actual expenses 
that might be outstanding on July 1, 1939, but not reflected or 
supported by the record it said it would fix a lump sum maxi 
mum, which was $12,000. ; 

Under the approved plan of reorganization the equity of 
the stockholders, the report said, was found to have no value. 
Thus, it said, the necessity for future services of the common 
stockholders’ committee depended entirely on the action taken 
by the court. If the court approved the plan, the Commission 
said, there appeared to be little necessity for the committee 
to render any service. In fixing allowances for counsel of the 
committee the Commission said it would consider not only 
such circumstances, “but also the fact that the committees 
efforts have been largely directed, thus far unsuccessfully 
toward the accomplishment of a result which, in the opinion 0 
the division, is not warranted. 

The report said that counsel] for Luther M. Walter, © 
trustee, testified, according to Walter’s instructions, that, afte! 
taking into consideration the character of the reorganization, 
the financial condition of the debtor, and all other relevant 
matters as to how much the debtor could afford to pay, it wa 
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the co-trustee’s view that all past expenses should be allowed. 
That a lump sum of $10,000 should be fixed for future expenses 
and that aggregate allowances of compensation for the past 
and future services should not exceed $70,000 and $15,000, 
respectively. 


Cc. A. A. HEARINGS 


The Civil Aeronautics Authority has postponed from Sep- 
tember 18 to September 25, at the Raleigh Hotel, Washington, 
D. C., before Examiner Frank A. Law, Jr., hearing on applica- 
tions of Trans-Southern Airlines, Inc., and Braniff Airways, 
Inc., for certificates authorizing air transportation between 
Amarillo, Tex., Dill, Oklahoma City, Muskogee, Tulsa and 
Shawnee, Okla., Fort Smith and Russellville, Ark., Memphis, 
Tenn., and Atlanta, Ga. 

The Civil Aeronautics Authority has assigned for hearing, 
September 12, at the Carlton Hotel, Washington, D. C., before 
Examiners F. W. Brown and T. L. Wrenn, a certification by the 
Postmaster General to the Authority with respect to the trans- 
portation of mail by aircraft between Pittsburgh, Pa., and 
Buffalo, N. Y., by way of Erie, Pa., and Youngstown, O. 


SAFETY BOARD ELECTION OF OFFICERS 


Having adopted as a matter of policy that its annual elec- 
tion of officers shall be held on or about August 22, the an- 
niversary of its creation rather than at the end of the calendar 
year, the Air Safety Board has elected Thomas O. Hardin as 
chairman and C. B. Allen as vice-chairman to serve for the 
ensuing year or until such time as their successors are duly 
elected. Both members, according to the announcement, as- 
sumed their new duties immediately. Mr. Hardin succeeded 
Sumpter Smith as chairman of the board and Mr. Allen suc- 
ceeded Mr. Hardin as vice-chairman. 


AIR TRAFFIC 


Traffic statistics issued by the Civil Aeronautics Authority 
indicated that another all-time high record was established by 
the domestic air lines in July when 170,913 revenue passengers 
were flown. This was an increase of 55.18 per cent over July, 
1938, and the largest single monthly figure ever recorded. 

The Authority’s compilation shows that in July the air- 
lines, which numbered 17, carried 725,922 pounds of express 
compared with 541,364 pounds in July last year and 824,630 
pounds in June this year. Express pound miles flown totaled 
394,088,272 in July as compared with 319,728,510 in July last 
year and 457,946,817 in June this year. Revenue miles flown 
totaled 7,541,305 in July as compared with 6,270,990 in July 
last year and 7,182,963 in June this year. Revenue passenger 
miles flown totaled 66,054,539 in July as compared with 42,- 
299,393 in July last year and 63,693,991 in June this year. The 
revenue passenger load factor for July was 58.22, an increase 
. . per cent over July, 1938, when the load factor was 

71. 


FOREIGN AIR LINE RATE REGULATIONS 


Contents of a special study of foreign air line rate regu- 
lations, completed August 22, have been disclosed by the Civil 
Aeronautics Authority. Drawn up in the form of a report to 
Congress, the study recommends that the Authority be given 
new discretionary powers to require the filing of all agreements 
which an American air carrier operating over foreign countries 
might make “with another foreign air carrier or with any air 
carrier or other carrier engaged in commerce of or with the 
United States.” Further than that the Authority found no need 
for the extension at this time of its statutory powers in the regu- 
lation of rates in foreign air transportation. Continuing, a state- 
ment by the Authority says: 


The study had been directly ordered by section 404(c) of the civil 
aeronautics act, under which the Civil Aeronautics Authority was es- 
tablished on August 22, 1938. In Congressional hearings relating to the 
framing of that act, a great deal of testimony was devoted to the meas- 
ure of control which it was proper to grant the Authority over Ameri- 
can air carriers engaged in operations over foreign countries. As a re- 
Sult, it was decided to give the Authority a somewhat less complete 
control over such carriers than over interstate and overseas air car- 
riers, and to instruct the Authority itself to study the subject. 

The present provisions of the civil aeronautics act of 1938 require 
all American air carriers, whether engaged in interstate, overseas or 
foreign air transportation, to post, file and observe tariff schedules. 
It is also unlawful for any American air carrier to give any undue or 
unreasonable preference or advantage, or to exercise any unjust dis- 
crimination. 

Further provision requires the filing of certain pooling and other 
agreements to which air carriers are parties. However, there is at 
Present no provision requiring the filing of such agreements to which 
foreign air carriers exclusively are parties, even though the agreements 
affect air commerce of, or with, the United States. This, the Authority 
thinks, should be remedied. 
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The power of the Authority to prescribe the lawful rates to be 
charged for air transportation does not extend to that provided by 
American carriers over the territories of other nations. In arriving at 
its decision not to ask for control over such rates at this time, the 
Authority gave weight to considerations that: (1) practical experience 
with such rates is limited in extent and does not indicate any immediate 
need for regulation; (2) other governments do not appear to exercise 
any such regulatory powers over their international carriers; (3) the 
Authority feels that other powers which it holds over our foreign air 
carriers constitute a reasonable deterrent to such rate practices in for- 
eign air transportation as might be found seriously against the public 
interest; (4) considerable evidence exists that the mere granting of the 
power to the Authority to fix rates in foreign air transportation might 
place our foreign carriers in a disadvantageous position as against their 
foreign-flag competitors. 


AIR SAFETY BOARD REGULATIONS 


The Air Safety Board has promulgated regulations with 
respect to investigation of aircraft accidents. One of the regu- 
lations, a statement by the board says, makes it imperative for 
owners and operators of aircraft involved in accidents to notify 
the Air Safety Board immediately of such mishaps while the 
other makes it illegal to disturb aircraft wreckage without prior 
permission from the Air Safety Board and applies not only to 
owners and operators, but to all laymen present at the scene 
of aircraft accidents. Continuing, the statement says: 


The new regulation dealing with the reporting of accidents requires 
that all accidents involving death or serious injury to person or sub- 
stantial damage to property shall be reported immediately. Reports 
of these serious accidents are to be made in person, or by telephone or 
telegraph to the nearest Air Safety Board investigator or Civil Aero- 
nautics Authority inspector. This regulation also requires that all ac- 
cidents whether of major or minor consequence shall be reported with- 
out delay in writing, using a special form issued for that purpose. 

The regulation dealing with the preservation of wreckage provides 
that the remains of the aircraft shall not be disturbed except, ‘‘when 
necessary for the purpose of giving assistance to persons injured or 
trapped in the wreckage; or when necessary in the interest of public 
safety.’’ 

Although initiation of the new regulations is a normal action to 
provide the facilities necessary to the execution of its duties, dif- 
ficulties experienced by the board during recent investigations gave 
impetus to the immediate adoption of corrective measures. 

The board usually receives reports of all serious accidents ac- 
cording to established regulatiens, but it has been apparent that many 
of the minor accidents have not been reported. The importance of 
receiving reports concerning even minor accidents has been demonstrated 
in several cases where information obtained from minor accidents has 
pointed definitely to the cause of major accidents. The receipt of re- 
ports on all minor accidents also is extremely valuable when making 
group analytical studies in search of reasons for repeated failures and 
trends. 

The necessity of a regulation dealing with the preservation of 
wreckage has been shown in several instances in which the work of 
pilfering souvenir hunters has hampered the Air Safety Board’s inves- 
tigators in ascertaining the cause of accidents. The board holds that 
the importance of preserving such evidence can not be over-stressed. 
It is depending upon the cooperation and assistance of local civil au- 
thorities—usually the first law enforcement representatives at the scene 
of a disaster—in enforcing this regulation. 


NEW ENGLAND SHIPPERS’ BOARD 


The New England Shippers’ Advisory Board will hold its 
fall meeting at the Hotel Vermont, Burlington, Vt., September 
15. On September 14, in the afternoon, there will be a joint 
meeting of the executive and contact committees, and in the 
evening there will be a dinner, also at the Hotel Vermont. The 
speaker at the dinner will be Chairman Eastman of the Com- 
mission. H. A. Carson, general manager, Central Vermont 
Railway, will be toastmaster, and Governor George D. Aiken 
of Vermont, will give an address of welcome. 

Speakers at the business session include R. S. Henry, as- 
sistant to the president, Association of American Railroads, on 
“The Cost of Subsidized Transportation to the Vermont 
Farmer”; William H. Wills, lieutenant-governor of Vermont, 
on “What Has Vermont to Sell Besides Vacations,” and Joseph 
Winterbotham, chairman of the Vermont industrial-agricul- 
tural products commission, on “Chemurgic Developments in 
Vermont and What Aid Will They Be to Transportation.” 

Irvin S. Boyle, general secretary of the board, will pre- 
sent the forecasts of carloadings for the fall months made by 
the commodity committees. L. M. Ross will report as district 
manager of the car service division, A. A. R., and E. W. Cough- 
lin, secretary of the division, will report on national transpor- 
tation conditions. There will be a discussion of freight loss 
and damage prevention by W. F. Price, chairman of the loss 
and damage prevention committee, and R. A. Fasold, special 
representative, freight claim division, A. A. R. W. H. Day, 
manager, transportation bureau, Boston Chamber of Commerce, 
will report as chairman of a special emergency committee. The 
following subject will be discussed in open forum: 

“Have the railroads taken full advantage of their oppor- 
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tunities to familiarize themselves with the marketing problems 
of the industries they serve, in order to develop whether or not 
anything can be done along transportation lines to increase 
production to the mutual advantage of the buyers and sellers 
of transportation?” 


PACIFIC NORTHWEST BOARD 


The fall meeting of the Pacific Northwest Advisory Board 
will be held at the Davenport Hotel, Spokane, Wash., Septem- 
ber 13. There will be a luncheon at the same hotel at noon, 
sponsored by the board jointly with the Hoo-Hoo Club of 
Spokane, the Spokane Chamber of Commerce and the Spokane 
Transportation Club, at which Robert S. Macfarlane, western 
counsel, Northern Pacific Railway, will speak on “Transporta- 
tion Trends.” H. G. Ferris, president, Spokane Chamber of 
Commerce, will be toastmaster. 

W. D. Perrow, president of the board, will preside at the 
business session. There will be an address by Charles Donley, 
Pittsburgh, Pa., president of the National Association of Ad- 
visory Boards. W. C. Kendall, chairman, car service division, 
Association of America Railroads, will speak on general trans- 
portation conditions. I. F. Dix will give a summary of general 
business conditions. Squire J. Johnson will speak on freight 
loss and damage prevention. 

In addition to reports from the members of commodity 
committees, there will be a report from the executive com- 
mittee, by L. C. Newlands, chairman; from the railroad contact 
committee, by N.'A. Meyer, chairman, and from the transpor- 
tation committee, by Gordon Tongue, chairman. K. C. Batchel- 
der will report on railroad equipment and service; H. A. Gillis 
on demurrage and storage, and D. S. Hanley on transportation 
legislation. The board’s freight loss and damage committee 
will meet at the Davenport Hotel the evening of September 12, 
and its executive, transportation and railroad contact com- 
mittees will hold breakfast sessions on the day of the general 
meeting. 


ALLEGHENY ADVISORY BOARD MEETING 


The fall meeting of the Allegheny Regional Advisory Board 
will be held at the Fort Stanwix Hotel, Johnston, Pa., Sep- 
tember 13. A meeting of the board’s committee on freight 
claim prevention to which shippers and railroad men interested 
in the subject have been invited, will be held at the same hotel 
on September 12. The committee will report to the board 
meeting on the next day. 

There will be a luncheon on the day of the meeting, held 
in cooperation with the Johnstown Chamber of Commerce, at 
which John D. Battle, executive secretary, National Coal Asso- 
ciation, Washington, D. C., will be the speaker. W. H. Patter- 
‘son, president of the Chamber of Commerce, will be toast- 
master. 

The subjects listed for discussion at the meeting include 
the carriage of dunnage in open and closed freight cars and 
the proposal to change the length of the standard freight car 
from 36 to 40 feet. 

Edwin C. Jepson, general traffic manager, Wheeling Steel 
Corporation, will report as chairman of the shippers’ car effi- 
ciency committee; Paul W. Hartsock, traffic manager, American 
Lime and Stone Company, as chairman of the demurrage and 
storage committee, and W. B. Shepherd, assistant general 
traffic manager, Aluminum Company of America, as chairman 
of the special subjects committee. W. J. McGarry, manager, 
open car section, car service division, Association of American 
Railroads, will summarize national transportation conditions, 
and J. L. O’Toole will report for the railroad contact com- 
mittee. Leonard G. Hults, Pittsburgh, Pa., general chairman 
of the board, will preside. 


OHIO VALLEY ADVISORY BOARD 


Dr. Clarence D. Laylin, tax counsel, Ohio Chamber of 
Commerce, Columbus, O., will speak on “The Effects of the 
Bigelow Proposals on Ohio Industry,” at a luncheon held in- 
cident to the fall meeting of the Ohio Valley Transportation 
Advisory Board, at the Hotel Biltmore, Dayton, O., September 
12. The luncheon is being arranged jointly by the Dayton 
Chamber of Commerce and the Miami Valley Traffic Club. 

At the business session, to be held in the morning, Paul 
L. Williams, managing director, Dayton Chamber of Com- 
merce, will speak on “Industry and Transportation.” H. S. 
Malone, production manager, Delco Products Corporation, Day- 
ton, general chairman of the board, will preside. J. W. Peters, 
traffic manager, Delco-Remy Corporation, Anderson, Ind., will 
report as chairman of the executive committee. There will be 
the usual reports on car loading estimates for the third quarter 
of 1939 by chairmen of commodity committees. 

The report of J. G. Young, chairman of the traffic com- 
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mittee, will cover simplification of tariffs, the proposed classi- 
fication revision, and liberalization of demurrage tariffs. Loss 
and damage prevention activities will be covered by R. H. 
Hagerman, chairman of the board’s committee on that subject, 
and by R. A. Fasold, special representative, freight claim divi- 
sion, Association of American Railroads. C. J. Neekamp will 
report as chairman of the legislative committee. W. J. Mc- 
Garry, manager, open car section, car service division, A. A. R., 
will report on national transportation conditions and A. F. 
McSweeney, chairman, will report for the railroad contact com- 
mittee. Mr. McGarry will also preside for the presentation 
of the reports of representatives of individual railroads. Mr. 
Malone will outline the subjects to be considered at the annual 
meeting of the National Association of Advisory Boards, to be 
held in Chicago October 31 and November 1. R. H. Hagerman, 
traffic manager, National Cash Register Company is general 
chairman of the local committee on arrangements. 


RAIL UNEMPLOYMENT INSURANCE 


_ All but seven states, Georgia, Arizona, Alabama, Louisiana, 
Mississippi, Kentucky and Virginia, have enacted legislation: 


to amend state unemployment compensation laws to comply 
with the railroad unemployment insurance act, according to 
the Railroad Retirement Board. 


A total of 16,707 certifications for benefit payments were: 


made in the regional offices of the board in the week ended 
August 25. The amount of payments certified was $256,283 or 
an average of $15.34 a certification, said the board, adding 
that in the same week 27,688 claims were received in the 
eo ga offices and 4,280 certificates of benefit right were 
issued. 

From the beginning of operation through August 25, a 
total of 95,479 workers have taken the first step in applying 
for railroad unemployment insurance benefits by filing applica- 
tions for certificates of benefit rights, according to the board. 
Such certificates, indicating that the individuals were eligible 


for benefits on the basis of their credited railroad compensa-: 


tion for 1938, the board said, had been issued to all but 4,044 
of the applicants. The wage records of most of those 4,044 
workers, it added, were still in process of investigation. Of 
the workers who had been found eligible for benefits by 
virtue of their credited compensation in 1938, continued the 
board, 68,398 had remained unemployed long enough to serve 
the waiting period required by law. A substantial proportion 
of that group, it said, had been unemployed after completing 
their waiting period; their claims had been certified for over 
73,000 benefit payments amounting to about $1,100,000. The 
number of applications for certificates of benefit rights re- 
ceived in the week ended August 25 was 4,764. 


_ The board has announced the approval and adoption of the 
opinion of its general counsel holding that National Carloading 
Corporation has been an “employer” within the meaning of 
sections 1(a) of the railroad retirement and railroad unemploy- 
ment insurance acts from August 28, 1935, to date, as a com- 
pany indirectly owned by one or more “carriers” and operating 
facilities and performing services in connection with trans- 
portation of property by railroad, and the receipt, delivery, 
transfer in transit, icing and handling of property transported 
by railroad; and that Universal Carloading & Distributing Co., 
Inc., has been an “employer” within the meaning of sections 
1(a) of the before-mentioned acts from August 28, 1935, until 
at least June 15, 1939, as a company directly or indirectly 
controlled by a “carrier” and operating facilities and perform- 
ing services in connection with the transportation of property 
by railroad, the receipt, delivery, transfer in transit, icing and 
handling of property transported by railroad. It has also ap- 
proved its general counsel’s opinion holding that service for 
National Carloading Corporation is creditable toward annuities 
from October 22, 1931; and that service for Universal is cred- 
itable from December 5, 1925, to at least June 15, 1939; and 
recommending that the question whether Universal has been 
under “carrier’’ control since June 15, 1939, be determined after 
hearing. 


SHORT LINE ANNUAL MEETING 


The twenty-sixth annual meeting of the American Short 
Line Railroad Association will be held at the Continental Hotel, 
Kansas City, Mo., October 23 and 24. In the program, issued 
by J. M. Hood, president of the association, Senator Wheeler of 
Montana, chairman of the Senate interstate commerce com- 
mittee, is scheduled as the speaker at a luncheon meeting, Oc- 
tober 24. 

Commissioner Caskie is scheduled to address the meeting 
immediately after its convening, October 23. 
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September 9, 1939 


COMMISSION’S REORGANIZED WORK 


The reorganization of the Commission’s divisions and its 
work along functional lines which went into effect July 1, 
according to Commissioner Aitchison, was in no sense a 
“purge,” and was made without outside pressure or domina- 
tion. The senior member of the regulating body so declared 
jn addressing the annual meeting of the Association of Prac- 
titioners before the Interstate Commerce Commission, at San 
Francisco, Calif., September 7. The title of his address was 
“The Reorganized Interstate Commerce Commission.” 


“The title was assigned to the writer,” declared a footnote 
referring to it. “It is a misfit; the Commission has formulated 
new assignments of work, and has redistributed its members 
to divisions of the Commission, but the Commission as such has 
ijn no sense been reorganized.” 


Announcement by the Commission of the fact of work reor- 
ganization when Washington was giving its attention to wel- 
coming British royalty accounted for the scanty notice taken 
by the press of the fact until after royalty had departed, 
according to the Aitchison view. But the announcement, he 
pointed out, was in accord with the Commission’s established 
rule that when documents are ready for publication, they are 
given out. Departure of the king and queen was followed, he 
said, by “some marvelous rationalizing in the press and in the 
cloak rooms, some based on half truths, some on pure guess 
work or deliberate invention and some had the earthmarks of 
wishful thinking.” 


The truth, Commissioner Aitchison said, was that the 
internal reorganization of the work assignments came about 
in the usual course, ‘‘without outside pressure or domination,” 
on the initiative of the Commission itself, after long study 
and careful checking and rechecking. And the Commission’s 
determination, he added, ‘“‘was with far less friction or marked 
difference of opinion than attend the routine disposition of an 
average formal case.” Regardless of individual views or doubts 
of any member of the Commission as to this or that matter of 
detail, there was, said he, throughout the whole organization, 
commissioners and staffs alike, loyal acceptance of the result 
and a determination to make it work. 


“Whatever elements of novelty the plan possesses,” said 
he, “are acting as spurs to achieve the maximum of efficiency 
in the operation of the new-shaped machinery.” 


That the Commission should itself attempt to criticize and 
better its manner of doing business, continued Commissioner 
Aitchison, was nothing new. It had been done repeatedly in 
the last thirty years following changes in the law it adminis- 
tered. The Commission he said, had systematically overhauled 
its whole scheme of organization several times since 1917 when- 
ever the additions of duties had required provision to be made 
for their administration, the Commission maintaining a stand- 
ing committee on reorganization since 1917. It was and is an 
accurate statement, said he, to say that reorganization had been 
a continuous performance. 


Among the things mentioned by Commissioner Aitchison 
was the reluctance of Congress to extend to the commissioners 
the privilege of assigning duties to lesser number than a quorum, 
or to individual member, or to subordinates acting under the 
authority of the Commission, even subject to its direction and 
review, its first move in that direction the change in the law 
in 1917. Even then Congress placed limitations, especially 
in matters pertaining to valuation work which were not re- 
moved until the passage of the transportation act of 1920, 
when the power to subdivide itself was conferred on the Com- 
mission. 

Lack of power to subdivide work, Commissioner Aitchison 
pointed out, was called to the attention of Congress by Presi- 
dent Hoover in his annual message of 1929 when he said it 
was in the public interest that members of the Commission 
should not be so pressed by minor matters that they had inade- 
quate time for investigation and consideration of the larger 
questions submitted to them for solution. As to many of those 
mimor matters President Hoover said the function of the Com- 
Mission might well be made revisory “and the primary responsi- 
bility delegated to subordinate officials after the practice long 
IN vogue in the executve departments.” 

The shpping public, Commissioner Aitchison said, received 
that proposal with but little favor and that it was not until 
1933 that the Commission was given that power,” and then only 
with important limitations.” It was but fair to say that the 
skepticism of Congress and the shipping organizations was 
echoed by some of the commissioners who felt that as a matter 
of general policy it was better for the Commission to bring 
o each problem the judgment and varying points of view of 

Tee responsible commissioners (that is a whole division) even 
: the cost of delay and overburdening the individual members 
® such an extent as to make “proper study of greater prob- 
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lems and the exercise of calm, reasoned judgment thereon all 
but a human impossibility.” 

Commissioner Aitchison outlined the continuous efforts of 
the Commission to obtain the authority to divide its work so 
as to enable it to devote more time to the larger questions of 
policy pertaining to transportation, together with a review of 
suggestions to attach the Commission to some executive depart- 
ment, to divide it so as to have one part of it as a policy- 
making body with subordinate bodies to do the deciding of or- 
dinary matters about rates and safety matters. 

What should be now emphasized, said he, was that the 
Commission had not yet been given the right to follow “the 
practice long in vogue in the executive departments” as rec- 
ommended by President Hoover. Just to make clear the re- 
quirements of the law as to the minutiae, he said “rehearing 
cases still continue to come to the entire body, regardless of 
their relative importance, although review by an appellate di- 
vision would do full justice in many of the more inconsequen- 
tial cases,” and thus relieve other commissioners from a real 
burden. 

Sparing use, said the speaker, had been made of the power 
to delegate to boards of employes. As long as commissioners 
could attend to the tasks they were, he said, reluctant to pass 
the responsibility to others, especially in the face of an ef- 
fectual public sentiment which viewed with alarm the possi- 
bility of an abuse of power by those who had been chosen as a 
personal trust to perform important public duties. Perhaps 
deference to that public sentiment in the past was a mistake, 
said Mr. Aitchison. He said there had come about a convic- 
tion that the Commission’s job was more than the mere per- 
formance of particular duties as an umpire cast on it in terms 
by the law it administers. 

“Perhaps,” said he, “it would be more accurate to say that 
the prevailing responsible view is that for the adequate per- 
formance of those specific duties, the Commission and its mem- 
bers must be enabled to take a broader view of the whole 
subject of transportation than has been regarded as within 
their purview in the past. Particularly has this change been 
emphasized with the growing recognition of the essential unity 
of all forms of transport agencies as instrumentalities in the 
carrying on of a national commerce, and the concept of equality 
in regulation. Proposals implementing this concept are now 
before the Congress. Such an enlarged concept carries with 
it, of course, a recognition of the impossibility of securing 
meticulous personal consideration by several members of the 
Commission out of a limited membership for each of thousands 
of matters, great and small, which come up for decision during 
the year. There is no longer expressed the fear that, given 
authority to delegate certain functions, the Commission will 
abdicate all its functions to clerks, and that the commissioners 
will then all go fishing.” 

After describing the changes in organization and methods 
since 1911 and some of the changes that have been made by 
reason of the recent reorganization order, Commissioner Aitchi- 
son said: . 


There remains for brief mention a striking change in policy, 
which in a sense embodies the whole spirit of the recent changes. Fol- 
lowing the termination of the long period of service by Commissioner 
Knapp as chairman, when in 1911 he became a member of the Com- 
merce Court, the Commission formulated a policy of rotation of the 
chairmanship among its members, in order of seniority, with a term of 
service of one year. Barring declinations to serve by two members of 
the Commission, and one extension of the annual term for several 
months, rotation of the chairmanship annually in order of seniority has 
been the rule since the end of Chairman Knapp’s service. This policy 
was long subjected to criticism, both from without and within the 
Commission, but the large majority of the Commission at all times 
since 1911 has regarded the policy as desirable. However, considera- 
tion of the exigences of the new organization has brought a strong 
majority of the Commission to the view that the increase in individual 
authority and the finer assignment of duties to the division have made 
imperative an increase in the authority of the chairman and a longer 
tenure of office for him, in order to charge him with a definite respon- 
sibility for seeing that the work of the Commission is done promptly 
and efficiently. 


In reaching this determination the chairman then serving, Com- 
missioner Caskie, powerfully supported the proposal—indeed, the initia- 
tive came from him—and although the net effect was to terminate his 
service as chairman in the middle of the term for which he had been 
chosen, his ideals of public service and his vision of the needs of the 
Commission were so clear that we must find some better word than 
“unselfish’’ to apply to his earnest advocacy of a change which af- 
fected him personally with such directness. The Commission decided 
upon a three-year term for its chairman. With one accord it chose one 
of its senior members for the place—Commissioner Eastman, a man 
with no politics, nor wife nor child, no pride of purse or this word’s 
show—merely a courageous man devoted to the public service, with the 
widest of experience and sound talents, universally respected and loved 
for both his friends and enemies, the possessor of an insatiable appe- 
tite for work, and a slave to duty. 

Of course the Commission has, in this recent reorganization, as in 
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all that have preceded it, built as well as it can so that if other duties 
come, they can be absorbed with little loss of time, and within the 
existing framework, so far as their nature permits. Adaptation of ma- 
chinery to function is always a matter of cut and try: when the ma- 
chine is made up of human parts, blue-prints are of less utility than 
common sense and willingness to make adjustments, coupled with a 
spirit of give-and-take and a recognition of the necessity for coordina- 
tion and respect for the judgment of others. In this spirit the Com- 
mission is entering upon the period of trial for its new organization. 
Where deficiencies or uncertainties appear, they are being corrected: 
improvement is always possible, and constructive criticism and toler- 
ance are both invited. 

The ability to experiment with organization and procedure, to cor- 
rect mistakes and to avoid errors is a marked characteristic of the ad- 
ministrative process, and among its most useful and promising at- 
tributes. The matters we have been discussing are intimately inter- 
woven with the whole fabric of administrative practice now so much 
under the scrutiny of the bar, students of government, and legislators. 
Your cooperation is sought in the endeavor to make this machinery work 
well, or in the design of something better. The practitioners before 
an administrative agency must realize that they have a heavy stake in 
the efficiency of its functioning. 


WAR CAUSES SPECIAL CAR ORDER 


The car service division, Association of American Rail- 
roads, has issued its special car order No. 38 calling for the 
return to their owning railroads of specified box cars. The cars, 
the order says, must be returned empty, by the most direct 
route, as soon as they are unloaded, except that they may be 
loaded to or via the owning railroads. The order is effective 
immediately and will remain in effect until further notice and 
was necessitated by “emergency orders for food commodities 
due to the European war.” The following cars are effected 
by the order: 


Union Pacific, 180,000 to 188,000 series; Northern Pacific, 9000 se- 
ries; Great Northern, 50,000 series; Southern Pacific, 32,700 to 34,500 
series and 37,800 to 38,800 series. 


According to W. D. Beck, district manager of the car 
service division at Chicago, who sent notices of the order to 
railroads, shippers, and receivers of carload freight, and freight 
forwarding companies in his district, and to members of the 
Midwest Shippers’ Advisory Board, the order was intended to 
afford some relief to those roads located in their entirety west 
of the Missouri River and the Twin Cities because they were 
unable to get needed cars for use by industries on their lines 
through direct connections at Chicago or St. Louis. Mr. Beck 
pointed out that the order affected only about 15,000 of the 
total of 268,000 box cars owned by the western railroads, and 
only about 20 per cent of the box cars owned by the four rail- 
roads named. 


REVENUE FREIGHT LOADING 


The Traffic World Washington Bureau 


Revenue freight loading the week ended September 2 
totaled 721,748 cars—33,157, or 4.8 per cent, above the pre- 
ceding week; 73,719, or 11.4 per cent, above the corresponding 
week in 1938; 79,791, or 10 per cent, below the same week in 
1937. Miscellaneous totaled 284,733; merchandise, 156,865; 
coal, 132,635; grain and products, 40,200; live stock, 14,017; 
forest products, 33,232; ore, 52,491; coke, 7,575. 


COMMENT ON TRUESDELL ARTICLES 


The monthly bulletin for July issued by Railway Research 
Service, London, England, under the caption “Railway Traffic 
Density and Its Influence on Cost—United States,” prints a 
condensation of articles by S. R. Truesdell, of the Chicago and 
North Western, recently published in the Traffic World. In part 
it says: 

Some striking articles have recently appeared in the Traffic World 
over the signature of Mr. S. R. Truesdell, of the Chicago & North 
Western Railway, dealing with such outstanding railway problems as 
co-ordination of facilities, railway amalgamation and the question of 
differential rates owing to varying conditions in the several sections of 
the United States. With separate classifications for official territory 
(i. e. eastern), southern and western territories, and different rate 
scales, there is at the present time much discussion as to whether a 
greater degree of equality in important rates scales should not be 
brought about. 

It is obviously a matter of considerable internal importance to the 
railways and large producing concerns of the United States, and not 
of great moment to the railways in other countries whose areas are 
small and whose rates scales do not vary in this manner, but certain 
data which Mr. Truesdell has included in his articles are of great in- 
terest to all railways, because he brings out in a very lucid manner 
the relationship between cost of operation and density of traffic. Inci- 
dentally, his analysis throws considerable light on the reason why such 
a large proportion of the American railway mileage in receivership or 
trusteeship is located between Chicago and the Missouri and Mississippi 
rivers. His summary table, as extracted from the Traffic World, is set 
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out hereunder and is largely self-explanatory, but certain additiona) 
figures from his study are likely to be of interest. .. 

The conclusion reached in this valuable study is that under the 
existing conditions of low traffic volume, any major reduction in rates 
in the south and west would plunge further railways in those districts 
into financial disaster, but, perhaps, the most useful and far reaching 
lesson to be learned from it is the close but inverse relationship be 
tween volume and per unit cost of railway transport. 


L Cc. C. UNAFFECTED BY WAR 
The Traffic World Washington Bureay 


The first days of war in Europe passed without any effect 
on the Commission. Even the President’s proclamations of neu- 
trality were not sent to it immediately and after the lapse 
of twenty-four hours after their issuance there was wonder 
whether they would be sent to it by mail. The proclamations 
require departments other than those directly mentioned and 
independent commissions and offices to render aid to the de- 
partments to which the proclamations directly assign duties 
for performance by them. 

Chairman Eastman returned to his office September 6, 
the day after the proclamations were issued, but his vacation 
time was up. Only three commissioners were absent on vaca- 
tion at the time so that anything needing doing at an instant’s 
notice could have been disposed of without delay. 

About the only thing it was suspected the Commission 
might be called on to do because of conditions created by the 
outbreak of the war would be the issuance of a service order 
to expedite a shipment that might be required ahead of other 
freight for the hurried completion of some government project 
the need for which became greater than expected because of a 
condition resulting from the building up of the army or the 
navy. The volume of freight being handled by the railroads 
now, however, is so reduced that the arising of such a condi- 
tion is regarded as something very remote. 

The Association of American Railroads car service section 
issued a special order (elsewhere in this issue), requiring expe- 
dited return of steel box cars to the Northern Pacific, Great 
Northern, Southern Pacific and the Union Pacific on account 
of a rising demand for grain, flour, sugar and other food com- 
modities. Orders of that sort were annual affairs in the old 
days when the gathering of the harvest created an unusual 
demand for the facilities of those roads. Such demand, on 
account of a lack of direct connection with eastern roads, can- 
not be quickly satisfied unless there is an order requiring inter- 
mediate carriers to hurry home such cars without using them 
except for the carrying of freight to points on the lines of 
the owning carriers. 


COORDINATOR’S SUBSIDY REPORT 


The long pending subsidy report, prepared from material 
gathered by the staff of Federal Coordinator Eastman, it is 
again believed by those whose information should enable them 
to judge, may be expected by the public in a relatively short 
iime. While Congress was in session the Government Printing 
Office, which is to do the mechanical work, was not able to 
make as much progress as expected. Others, particularly the 
former Coordinator, now Chairman Eastman of the Commission, 
also had their time well occupied with other things. 

Parts of the report have been given, in confidence, to those 
directly interested, in the sense of the material used, for check- 
ing so as to assure a maximum of accurate coverage cf the 
subject. From incautious remarks of some of such, it is 
suspected, intimations as to the character of the report, par- 
ticularly on the point whether motor vehicle carriers pay 4 
fair share in the maintenance of the highways they use, have 
come. The idea is current among motor carriers ‘hat the 
report will not support, in full at least, the thought that they 
do not pay their share. The railroads, in their analyses of 
taxes and imposts paid by the motor industry, have maintained 
that the figures used by that industry are misleading in that, 
among other things, they are not confined to the vehicles which 
a in freight and passenger service and are therefore dis- 
torted. 

When Coordinator Eastman writes his views on the subject, 
which he had not done a few days ago, it is believed the 
presses can be started and the general public will know the 
conclusions he and his staff have reached on the subject of 
government subsidies to transportation agencies. 


CONSOLIDATION CLASSIFICATION DOCKET 


The docket of the Consolidated Classification Committee 
for hearings in Atlanta, New York, and Chicago, October 4, 11, 


and 17, respectively, is published in The Traffic Bulletin of Sep- 
tember 9. 
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Shipping Documents and Procedure 


Sixth of a Series of Articles on the Principles of Water Transportation by G. Lloyd Wilson, 
Professor of Transportation and Public Utilities, University of Pennsylvania 


ments without making several distinctions between the uses 

of these documents in different types of services and in 
different trades. 

First, we must differentiate among the types of shipping 
documents used in tramp or contract carrier service, those used 
in line steamship services, and those used to cover small con- 
signments of freight transported via freight forwarder or 
express services. : 

In tramp or contract carrier service, shipments of solid 
cargoes of freight moving under charter parties, whether voy- 
age or time charters, are transported under special contracts 
or agreements covering the contents of the vessels. If the 
goods constituting the solid cargoes are to be delivered to 
several different consignees at the same or difference destina- 
tion ports, appropriate provisions are made in the contracts or 
bills of lading specifying the freight or the quantities of the 
masses of fungible goods constituting the cargoes to be deliv- 
ered to each individual consignee. 

In line services, goods shipped in less than shipload lots 
are covered by bills of lading of different types, depending on 
the part of the world, the nature of the cargo, and whether 
the service is foreign or domestic—coastwise, intercoastal, 
inland waterway or Great Lakes—in the United States trades. 

In case of goods forwarded by shippers through freight for- 
warders or water express services, the goods are covered by 
forwarders’ bills of lading or by ocean or international express 
receipts that set forth the terms.of the contracts of transporta- 
tion between the shippers and the forwarders, or between 
the shippers and the express carriers. These shipments are 
covered, with respect to the contractual relationship between 
the freight forwarders or express carriers and the steamship 
lines over which the goods are forwarded, by water or ocean 
bills of lading of the types used by the respective line carriers. 


Domestic Water Carrier Bills of Lading 


Distinctions must also be made to differentiate the types 
of bills of lading used by domestic water carriers in the United 
States engaged in the coastwise, intercoastal, inland waterway, 
and Great Lakes trades. 

In the domestic coastwise trades of the United States op- 
erated along the Atlantic seaboard, between the Atlantic sea- 
board and the Gulf of Mexico, or between ports along the 
Pacific seacoast, it is customary for steamship lines engaged in 
regular route services and transporting cargo in less-than-ship 
load lots to transport goods under the uniform domestic bills 
of lading, straight or non-negotiable, and order-notify or 
negotiable. These bills of lading are the same as those in use 
by domestic rail carriers. In fact, a considerable portion of the 
traffic of these coastwise lines is joint rail-water, water-rail, or 
rail-water-rail traffic transported at joint through rates or com- 
binations of proportional rates and covered by through joint 
bills of lading. 

In the intercoastal trade through the Panama Canal there 
are no joint rail-water routes or rates and usually no joint 
through billing of freight. If shipments originate at inland 
points and move by rail, motor or inland waterway carriers 
to the ports at which the freight is delivered for further 
transportation by intercoastal steamship line service, the inland 
bills of lading are exchanged at the ports for intercoastal bills 
of lading. In case of shipments that are to be transported by 
inland carriers to final destinations after having been trans- 
ported by intercoastal steamship service, new uniform rail, 
or motor, or inland waterway bills of lading are exchanged, 
actually or constructively, for the bills of lading of the inter- 
Coastal carriers at the ports of debarkation. In the inland 
waterway and Great Lakes trades less-than-shipload lots of 

c, particularly those transported by joint rail-waterway 
and rail-lake routes, are usually covered by uniform domestic 
Straight or order-notify bills of lading. 

So much for general distinctions based upon services and 
trades. In this summary discussion our primary concern is to 
outline briefly the shipping documents customarily used in water 
transportation services, particularly where the documents differ 
from those used in other forms of transportation—rail, railway 
express, motor carrier, air transport, or pipe line. 

Freight or Cargo Contracts 

_In order to assure vessels scheduled for certain sailings of 

freight and the shippers of cargo that their goods will be 


I: IS impossible to discuss water shipping papers or docu- 


transported on the desired sailings, freight or cargo contracts 
are entered into between the steamship lines and the shippers, 
either directly or through freight brokers, engaging space for 
the cargo on the desired sailing and binding the shippers to 
produce the cargo specified in time for the specified sailing to 
be transported under the terms and conditions of the carriers’ 
bills of lading contract. Records of cargo booked are made in 
the offices of the steamship lines in a freight engagement record 
or firm booking record. 


Shipping Permits 
Shipping permits are issued by the steamship lines’ traffic 
departments permitting freight to be delivered at the carriers’ 


docks for specified sailings. If freight is scarce and vessel space 
plentiful, the use of shipping documents may be dispensed with. 
Dock Receipts 

Steamship lines use dock receipts, issued by the receiving 
clerk of the wharf department, to acknowledge receipts for the 
goods and the condition of the goods actually delivered at their 
piers for transportation, pending the issuance of bills of lading 
to cover the shipments. Dock sheets or returns are used as the 
basis for issuance of bills of lading. The goods are checked on 
tally sheets, and from the information contained in these docu- 
ments indicating the freight that has been received or that is 
to be received, a stowage plan, graphically indicating the holds 
into which or the deck spaces where each shipment is to be 
loaded is prepared by the steamship lines’ wharf departments. 
Lighterage or drayage orders are used to arrange for delivery 
of cargo by lighterage or drayage carriers. 

Ocean bills of lading serve several important purposes: 
(1) they are receipts acknowledging that the steamship lines 
have received for transportation the goods of the nature and 
quantity represented by the bills of lading; (2) they are the 
contracts of transportation between the shippers and consignees 
defining the rights, duties and liability of the carriers and the 
owners of the goods; (3) they are evidence of title to the goods, 
particularly when the bills of lading are of the order-notify or 
negotiable type; (4) they serve as the bases upon which drafts 
are drawn by the shippers upon the consignees; (5) they serve 
as the bases for customs entry in countries to which the goods 
are exported in foreign trade; (6) they are used to account for 
the quantity and kinds of goods transported by various water 
trades by governmental departments or other organizations 
which record statistical data of commerce; (7) they serve to 
supplement the ships’ manifests in identifying the nature and 
quantity of cargo transported when such identification is neces- 
sary in time of war or when economic sanctions are in force 
in any part of the world; (8) they serve to indicate, if they are 
“on board” or “shipped” bills of lading, that the goods have 
actually been received and loaded aboard a specified vessel, in 
contrast to “received for shipment” bills of lading which indi- 
cate merely that the steamship carrier has accepted the goods 
at its pier or terminal for transportation. 

Bills of lading used in ocean transportation are not uni- 
form. Two principal groups of varieties are found in: (1) the 
“straight” or “non-negotiable” types in which the goods are 
consigned from a shipper to a consignee; (2) the “order-notify” 
or negotiable bill of lading which is shipped by a shipper con- 
signed to his order, and then endorsed specifically or in blank 
and title to the goods is usually retained by the shipper until 
the endorsed bill of lading has been negotiated by the “notify- 
party” after the latter has paid for or made arrangements to 
pay for the goods. 

Two tendencies, however, are to be observed in ocean bills 
of lading: (1) a tendency toward substantial similarity in the 
form and terms and conditions of bills of lading used by the 
steamship lines engaged in certain trades, such as the Baltic 
trade; (2) the tendency toward standardization of the bills of 
lading used by vessels in foreign trades under the direction of 
the U. S. Martime Commission. 

Ocean bills of lading contain, briefly, the following infor- 
mation with respect to the shipments covered: 

1. Name of the steamship line. 

2. Voyage number. 

3. Bill of lading number. 
4. Date. 

5. Vessel. 

6. Port of loading. 

7. Shipper. 
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8. Consignee or ‘‘notify-party,’ 

9. Port of discharge. 

10. Destination of the goods. 

11. Leading marks upon the packages containing the goods. 

12. Number of packages. 

13. Description of the goods. 

14. Weight of the goods. 

15. Cubic measurement in feet and inches. 

16. Agreement of shipper and consignee to be bound by the stipu- 
lations of the bills of lading. 

17. Rate and computation of charges. 

18. Amount of freight to be prepaid. 

19. Amount of freight to be collected. 

20. Number of copies of the bill of lading executed. 

21. Place and date of execution of the bill of lading. 

22. Signature of authorized representative or agent of the steam- 
ship line. 


or assigns. 


Through Export Bill of Lading 


A special type of bill of lading contract is sometimes used 
in the transportation of goods moving from interior points in 
the United States to foreign interior destinations, the through 
export bill of lading, containing: (1) a uniform bill of lading 
covering the movement of the goods from the interior point in 
the United States and the port of export; (2) an ocean bill of 
lading covering the movement of the goods from the port of 
export to the foreign port of import; (3) a bill of lading cover- 
ing the movement of the goods from the foreign port of impor- 
tation to the final destination. The third part of the through 
export bill of lading is seldom used. 

The terms and conditions of each type of bill of lading— 
domestic uniform, ocean and foreign carrier’s—are incorporated 
in this composite document. The carriers parties to the through 
export bill of lading are severally but not jointly liable for the 
goods covered by the bill and each carrier is liable to the extent 
that it would be under the terms and conditions of its own bill 
of lading. Through export bills of lading are issued in both 
straight and order-notify or negotiable forms. 


Parcel Receipts 


“Parcel receipts” are used by some steamship lines to cover 
small shipments of goods in lieu of ocean bills of lading. These 
receipts are modified bills of lading that waive the minimum 
freight or rate provisions of the carriers’ ocean bill of lading 
and often limit the maximum value and size of the goods which 
will be accepted under parcel receipts. The minimum bill of 
lading charge of foreign steamship lines is often $10. 


Manifest 


One of the most important ocean shipping documents is the 
ship’s manifest. This document is prepared by the manifest 
division of the freight traffic department of the steamship line 
from the information contained in the bills of lading covering 
the goods in the vessel. It shows the bills of lading numbers, 
packages and contents of each shipment, numbers and marks, 
shippers, consignees, weight measurement, rates, freight charges 
prepaid and to be collected, and similar detailed information. 
After the manifest has been compiled it must be subscribed 
under oath, if the goods are being exported by the master of 
the vessel, on a form of “oath of master to manifest on clear- 
ing outward.” 

Copies of the outward freight manifests are required to be 
filed with the government of the United States and with the 
consular representatives of the countries to which the goods are 
exported. If the manifests are not completed prior to the sail- 
ing of the vessels, the vessels may be cleared provided a bond 
to produce a complete manifest and export declarations within 
a limited period of time. Export declarations are prepared by 
the exporters of the goods. 

Copies of the manifests covering the shipments contained 
in vessels are necessary in order to accomplish the entry of the 
vessels at the foreign ports to be used as the bases for the 
assessment of custom’s duties, to assure the officials of the coun- 
tries into which the goods are being imported that the goods 
are not on excluded lists, and to compile figures of the volume 
and value of imports. It is used by the steamship lines to check 
the out-turn of the ships. 


Note of Protest and Extended Protest 


On arrival in port, the masters of vessels usually file notes 
of protest with the port authorities at the ports of entry. The 
function of the note of protest is to protect the interest of the 
ocean carrier in case the master of the vessel has reason to 
believe that anything has occurred in the course of the voyage 
that may have resulted in damage or loss to the cargo or to the 
vessel or its appointments for which the carrier is not liable 
as a result of the perils of the sea. The note of protest is usu- 
ally couched in general terms and is filed as a matter of form 
in order to guard against unforeseen consequences of these 
perils. Later, if actual loss or damage is discovered, extensions 
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of protest or extended notes of protest are filed to supplement 
and extend the general note of protest. The note of protest ang 
extension of protest are vitally necessary documents used jn 
evidence in the adjudication of suits and in the adjustment of 
marine insurance claims. 


Discharge and Delivery Documents 


At the destination ports when vessels are discharged, the 
cargo is checked, as it is discharged from the vessels, on tally 
sheets, which are checked against the ocean bills of lading and 
manifests. 

Arrival notices are sent to the’ consignees notifying them of 
the arrival of the goods and tendering the goods to the con- 
signees or notify parties conditioned on the clearance by the 
consignees of the goods through customs; on the delivery of the 
original bills of lading, properly endorsed if order-notify or 
negotiable bills of lading; and on the payment of freight 
charges, if not fully prepaid. 

Freight bills are presented showing the description of the 
goods and amounts of freight charges prepaid or to be paid. 
The ocean carriers have carriers’ lien on the goods to enforce 
the payment of all lawful charges. The arrival notice and 
freight bill are sometimes consolidated into a single docket, 
A final notice of arrival is sent to the consignees to inform them 
that the goods are ready for delivery and that, unless they are 
removed from the carriers’ terminals within a specified period, 
they will be stored at the owners’ expense and risk without 
further notice. 

Delivery orders are issued by the cashiers’ offices of the 
steamship lines after the bills of lading have been surrendered 
and freight charges have been paid, directing the wharf depart- 
ments to release the goods to the consignees or authorized 
holders of the dock or delivery orders. 

Delivery receipts are executed by those to whom the ship- 
ments have been delivered, acknowledging receipt of the goods 
in good condition, except as may be noted on the receipts. 


Liability of Water Carriers 


The liability of water carriers, particularly those engaged 
in foreign or overseas transportation, is limited to a greater 
extent than that of other carriers. The question of water car- 
rier liability is much too difficult to state briefly and concisely, 
but it may be said that the liability is based on the terms and 
conditions of the bill of lading contracts and by the provisions 
of effective legislation on the subject. The laws of different 
nations vary and attempts have been made to divide respon- 
sibility more equitably between cargo owners and vessel owners 
by international rules. The Hague Rules of 1921 were amended 
in 1922 and in 1923 and, as now amended, are known as the 
Brussels rules. The York-Antwerp Rules of 1924 are inter- 
national rules of this type, used particularly in general average 
adjustments. 

United States shipping is governed with respect to liability 
of carriers by the Brussels Rules Convention, ratified by the 
United States Senate May 6, 1937, with the reservation that, if 
conflicts arise between this convention and the carriage of 
goods by sea act of 1936 (approved April 14, 1936), the pro- 
visions of the safety of goods at sea act shall prevail. This act 
contains several important provisions that altered the provisions 
of the Harter act of 1893, formerly the law governing the lia- 
bility of vessel operators in the United States. 

The carriage of goods by sea act provides: 


1. A liability of $500 a package or customary freight unit in the 
event of liability with the parties free to agree upon higher limits if 
they desire to do so. 

2. Institution of suits within one year of date of delivery or date 
upon which delivery should have been made. 

3. Abolition of the requirement, previously enforced, of giving no- 
tice of loss or damage as condition precedent to filing suit. 

4, The carrier is now required to show that the damage complained 
of falls within one of the expected clauses exempting the carrier from 
liability, and to assume the burden of proof that it did not by its 
own negligence contribute to the loss or damage complained of. 


Marine Insurance 
The function of marine insurance is to protect cargo owners 
and vessel owners and operators against loss or damage suf- 
fered from marine perils. Policies of marine insurance are 
written by marine insurance underwriters to afford protection 
or indemnity in case of loss or damage due to perils of the sea, 
sinking, stranding, collision, burning, and other particular- 
average and general average losses. Particular-average losses 
are those that arise from accidental causes such as stranding, 
collision, fire, sea-water damage, and other accidents which 
directly affect and cause loss or damage to particular or specific 
cargo. 
General average losses are those that arise through some 
voluntary act of the master of the vessel performed for the 
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urpose of benefiting the entire “adventure”—vessel and cargo. 
In such cases, each party to the adventure—the vessel owner, 
the owners of the cargo, and the person to whom the freight 
charges are payable—is required to pay his proportional share 
of the general average loss or sacrifice. These shares are based 
on the value of the various interests—vessel, cargo, and freight 
charges—at the port of destination. 

In times of war or threatened war, war-risk insurance is 
written to indemnify vessel owners and cargo owners for losses 
suffered as a result of the risks of war—capture by the enemy, 
damage by torpedoes or mines, and other losses incident to the 
existence of a state of war. 

Marine insurance rates are based on the value of the goods 
or vessels insured, and the risks against which indemnity is 
guaranteed in the event of loss. 
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XX, 
WATER CARRIER EARNINGS 


Water carriers reporting to the Commission, those having 
annual operating revenues of more than $500,000, showed an 
increase of 8.1 per cent in freight and passenger revenue in the 
second quarter of 1939 over the corresponding period in 1938, 
according to a Commission compilation (statement Q-650), 
representing 39 such carriers. In the period mentioned they had 
freight revenue of $24,256,017 and passenger revenue of $4,366,- 
360 as compared with $22,434,687 and $4,040,114, respectively, 
in the corresponding period last year. 

The compilation shows that these carriers transported 
4689,217 tons of revenue freight in the second quarter of 1939 
as compared with 4,601,860 tons in the same period in 1939, 
and carried 1,512,334 revenue passengers in the second quarter 
this year as compared with 1,340,675 revenue passengers in the 
corresponding period last year. 

Atlantic and Gulf coasts carriers had freight revenue of 
$12,975,037 and passenger revenue of $2,659,213 in 1939 as 
compared with $12,191,809 and $2,537,095, respectively, in 1938; 
and they carried 2,161,026 tons of revenue freight and 636,368 
revenue passengers in the period mentioned this year as com- 
pared with 2,088,373 and 567,635, respectively, in the corre- 
sponding period last year. 

Great Lakes carriers had freight revenue of $2,277,233 and 
passenger revenue of $350,667 in 1939 as compared with $1,912,- 
%4 and $291,943, respectively, in 1938; and they carried 534,- 
do tons of revenue freight and 76,023 revenue passengers in the 
period mentioned this year as compared with 520,510 and 
61,182, respectively, in the corresponding period last year. 

Pacific coast carriers had freight revenue of $6,404,447 and 

passenger revenue of $1,356,480 in 1939 as compared with $5,- 
429.038 and $1,211,076, respectively, in 1938; and they carried 
1,231,824 tons of revenue freight and 799,943 revenue passengers 
Inthe period mentioned this year as compared with 1,090,455 
and 711,858, respectively, in the corresponding period last year. 
_ In the Mississippi River and tributaries group, represent- 
Ing the American Barge Line Co., Inc., Federal Barge Lines 
and’ Mississippi Valley Barge Line Co., for which no pas- 
senger figures are shown, shows freight revenue of $2,599,300 
and 761,812 tons of revenue freight carried in the second quar- 
ler this year as compared with $2,900,896 and 902,522, respec- 
lively, in the same period in 1938. The American Barge Line 
Co., Inc., had freight revenue of $465,765 and transported 165,- 
38 tons of revenue freight in 1939 as compared with $331,282 
and 110,117, respectively, in 1938. Federal Barge Lines had 
freight revenue of $1,412,042 and carried 459,878 tons of rev- 
enue freight in 1939 as compared with $1,944,505 and 675,079, 
respectively, in 1938. The Mississippi Valley Barge Line Co. 
had freight revenue of $721,493 and carried 136,176 tons of 
revenue freight in 1939 as compared with $625,109 and 117,326, 
Tespectively, in 1938. 


PACIFIC CONFERENCE AGREEMENTS 


The Maritime Commission has postponed until October 18, 
Rear} as it applies to Coastwise Line and Columbia Basin 
the wnals, Inc., the effective date of its order in No. 484, in 

€ matter of agreements 6210, 6210A, 6210B, 6210C and 6105 
(see Traffic World, Aug. 12, p. 364). 
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WAR RISK INSURANCE 


The Traffic World New York Bureau 


With a state of war in Europe now actually existing, 
marine underwriters announced September 2 that most war 
risk rates for cargoes of merchandise were trebled. The de- 
clared exceptions are rates on shipments confined to the 
Western Hemisphere and rates by American flag vessels not 
touching European ports or not via the Mediterranean. These 
remained unchanged. Advisory rates issued September 1 be- 
tween ports foreign to the United States were withdrawn. 

Considerable activity in marine war risk insurance on 
cargoes and some inquiries as to rates on hulls, were reported 
in New York marine offices, but so far no binding of insurance 
of hulls was reported by underwriters. Although there had 
been some inquiries it was believed that owners of American: 
hulls had not so far considered the hazard great enough to 
compel war risk insurance. 

The foreign trade bureau of the New York Merchants’ 
Association in answer to numerous requests from merchants: 
and manufacturers who are sending merchandise abroad to 
name the most advisable clause to insert in contracts as a 
safeguard against unexpected losses due to war risks, has 
issued a statement suggesting two different clauses in general 
use. It was left to the discretion of exporters to decide which 
of the two clauses suited their own cases best. 

These are the suggested clauses: 


(1) It is agreed that the vendor shall not be liable for the delay 
in or non-performance of any obligation hereunder, including delivery 
of any goods or merchandise, if such delay or non-performance occurs 
by reason of any condition beyond vendor’s control, and for which he 
is not responsible, including strike, fire, flood, riot, or action of any 
governmental authority, domestic or foreign. 

(2) The company shall not be responsible or liable for any loss, 
damage, detention, or delay, by fire, strike, civil or military authority, 
insurrection or riot, railroad embargoes, lockout, tempest, accident, 
breakdown of machinery, faulty castings or forgings, delay in the de- 
livery of material by other parties or by any other cause which is un- 
avoidable or beyond its reasonable control; nor in any event for con- 
sequential damages. 


Marine war risk underwriters September 6 announced a 
further advance in war risk insurance rates and stated that. 
hereafter these policies would protect shippers only against: 
loss resulting from actual shelling, explosion or torpedoing by 
European belligerants. The new schedules now in effect will 
not insure cargoes against confiscation by the warring nations. 

This latest increase in rates was the second in a week by 
local underwriters and was stated to represent the natural 
visible reaction to the sinking of passenger and merchant ship- 
ping in European and South American waters since the start 
of the war. In some cases, however, there have been reduc- 
tions in the previously high rates. 


With rates to and from the United Kingdom and Europe 
more than trebled as affecting points as far as Gibraltar and 
Malme, shippers are choosing carefully the ships they send 
their merchandise by and avoiding foreign flag vessels as far 
as practical. Much is being left to the individual underwriter 
to determine whether the risk of insurance will be accepted 
or not. While there is an unwritten understanding that there 
is a minimum rate in effect, it is left to his discretion to fix 
such a higher rate if he wants to, that will actually result in 
driving the shipper away. 

Imports from European ports to this country are being 
insured at 3 per cent compared with the former 1 per cent 
rate, while charges on shipments from the American east coast 
have been boosted from 1% to 4% per cent. Exports to the 
Mediterranean and the Black Sea will be insured at 8% per 
cent, whereas only a few ports in those areas had carried this 
rate before. 

That some exporters are much disturbed because of the 
high rate revisions is made clearly evident. They complain 
particularly of the new clause which limits the insurer’s lia- 
bility. Shippers say that losses incurred through confiscation 
are just as legitimate a war risk as any damage that might 
be inflicted through shelling by warships of the opposing na- 
tions. Added to this, it is claimed that the new rates, coming 
on top of war restrictions imposed on trade by the government 
of the U. S. as well as the European belligerants, have served 
to make the exporting of American goods almost prohibitively 
expensive. 

Representatives of some of the major shipping companies 
assert that the present situation is so muddled and complicated 
on account of contradictory reports about European trade regu- 
lations that it will take several days at least before any plans 
can be worked out to adjust satisfactorily this country’s foreign 
commerce to the new conditions forced on it by the outbreak 
of war. 

O. D. Duncan, of Duncan and Mount, United States repre- 
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sentatives of Lloyd’s of London, issued this statement on Sep- 
tember 6 as authorized by a committee of Lloyd’s: 


Many inquiries have been made with respect to the operations of 
underwriters at Lloyd's, London, England. To meet the situation the 
Committee of Lloyd’s has authorized a statement that Lloyd’s is func- 
tioning normally and there has been and will be no interruption in the 
orderly handling of business. 


As a matter of fact, Lloyd’s has put up here $28,000,000 in 
cash and $12,000,000 in United States Government bonds as a 
fund to cover any liabilities that may occur on account of 
American properties or goods being damaged or destroyed by 
war operations and that are insured against such risks with 
Lloyd’s. 

There is a considerable volume of war risk insurance de- 
veloping in the New York market and it is reported by under- 
writers that it is being handled in an orderly way and with 
comparatively few complaints being filed. Organization of the 
American Cargo War Risk Reinsurance Exchange has made 
almost, it is stated, the entire facilities of this market available 
to every underwriter whose companies are members of the 
exchange. 

It is reported that some of the large automobile manufac- 
turers and of meat packers who were previously carrying their 
own war risk, are now buying war risk insurance in the reg- 
ular market. War risk insurance on one American hull was 
“bound” on September 7, the first reported since last October. 
The provision in the rate schedule concerning prompt sailing 
has been changed to read as follows: 


Until further notice all quotations are subject to acceptance the 
same day and warranted that overseas vessel sails from port of loading 
within seven days from date of declaration accepted or held covered 
for further period not exceeding ten days thereafter at the rate current 
on the date of sailing. 

Great Lakes and St. Lawrence River rates are now limited 
to these waters not beyond Matane and are no longer available 
for the Gulf of St. Lawrence. 


Rates between this continent and the United Kingdom 
(including the Irish Free State) now apply also to the Conti- 
nent of Europe. Gibraltar to Holland, inclusive; and Norway 
not south of Bergen by the northern route instead of Gibraltar 
to Malmo as previously. On imports to this continent these 
rates have been advanced from 3 per cent to 5 per cent, except 
by the United States flag vessels they are still 3 per cent. On 
exports from the Atlantic Coast, Gulf and West Indies they are 
advanced to 5 per cent (3 per cent by United States flag ves- 
sels) and from the Pacific Coast to 6 per cent (4 per cent 
United States flag vessels). 

Rates are now quoted to Denmark, all other Norwegian 
ports and Sweden not beyond Malmo on imports 7% per cent 
(5% per cent by U. S. flag vessels) and on exports at 7% 
per cent from the Atlantic Coast and 8% per cent from the 
Pacific Coast, Mexico, Central and South America. The ex- 
port rate by U. S. flag vessels is 2 per cent lower. 

The import rates from the Mediterranean excluding the 
Black Sea remain 5 per cent, but the export rates are reduced 
from 8% to 7% per cent (6 per cent by U. S. flag vessels). 

Black sea and Africa, excluding Mediterranean rates, are 
unchanged. Import and export rates between this continent 
and the Far East, including Australia, via Suez, are reduced 
from 8% per cent to 7% per cent, but remain at 5% per cent 
on U. S. flag vessels. Via Cape they are 1% per cent by U. S. 
flag vessels, 3 per cent by other neutral flags (excluding 
Italian), and 4 per cent by British, French and Polish flags. 
Via Panama they are 1 per cent by U. S. and other neutral 
flags (excluding Italian) and 3 per cent by British, French and 
Polish flags. Trans-Pacific they are one-half of 1 per cent by 
U. S. flag 1 per cent by other neutral flags (excluding 
Italian), and 2% per cent by British, French and Polish flags. 

The Western Hemisphere rates are unchanged, except that 
the Gulf of St. Lawrence takes the regular ocean rates. 

Developments arising in the shipping situation as a result 
of the Presidential proclamation invoking the Neutrality Act 
were the refusal of customs authorities to permit clearance of 
ships until complete manifests and export declarations cover- 
ing all cargo are filed. 


PANAMA CANAL TRAFFIC 


In August 490 ocean-going vessels transited the Panama 
Canal and the tolls thereon amounted to $1,964,776.48, accord- 
ing to a report made by the Governor of the Canal to the Sec- 
retary of War. In August last year the transits were 468 and 
the tolls, $1,890,050.74, while in July this year the transits were 
485 and the tolls $1,974,380.72. 

For the eight months ended with August the transits were 
4,035 and the tolls $16,281,288.56, as compared with 3,680 
transits and tolls of $14,873,921.27 in the corresponding period 
last year. 
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WARTIME SHIPPING STEPS 


The Maritime Commission has suggested to masters of 
merchant vessels several precautions which it “is hoped may 
minimize danger of attack by submarines.” The suggestions, 
contained in the following message transmitted to all American. 
flag vessels, the commission says, are designed to remove sys. 
picion that the ships are “enemy” merchantmen: 

“Maritime Commission suggests American vessels should 
not zigzag nor black out and should have American flag painteg 
on each side hull on hatches fore and aft and on sun deck of 
passenger vessels with flag on staff spotted by light at night.” 

In an attempt to expedite the return of American citizens 
from abroad the commission has assigned additional ships to 
north Atlantic services. In connection with this step, a state. 
ment by the commission says: 


To date the principal American carriers on this run, together with 
various foreign-flag operators, have been able to handle the westbound 
traffic without disruption or undue congestion of services. In many in- 
stances available emergency space has exceeded the demand for both 
American and foreign ships. 

The commission, however, anticipating increased requests for space 
due to the entry into the war of France and Great Britain, has evoked 
previously arranged plans and is assisting in the temporary transfer of 
vessels from other routes to emergency service. These ships will be 
operated by one or more of the American operators on the north At- 
lantic run. They include United States Lines, American Export Lines, 
American Scantic Line and the round-the-world service of the Ameri- 
can President Lines. 

The space available to Americans leaving European and Scandinavian 
ports for the United States up to and including October 4, will ac- 
commodate approximately 20,000 passengers. On the basis of current 
estimates of the number of tourists in Europe, a figure which can only 
be estimated, this number is expected to exceed prospective demands, 


The Maritime Commission has sent the following telegram 
dealing with the necessary steps to be taken by American ship 
operators to comply with the neutrality act in accordance with 
the proclamation of the President, of September 5, to its 
district managers: 


Please advise all American flag owners in your district to refer 
President’s proclamation dated September 5 under neutrality act, ap- 
pearing in this morning's press, including the list of articles embar- 
goed as quote arms, ammunition or implements of war. We will for- 
ward as soon as available sufficient copies for official use. For im- 
mediate information section six of neutrality act under which procla- 
mation was issued reads as follows: whenever the President shall have 
issued a proclamation under the authority of section 1 of this act, it 
shall thereafter be unlawful, until such proclamation is revoked, for 
any American vessel to carry any arms, ammunition, or implements of 
war to any belligerent state, or to any state wherein civil strife exists, 
named in such proclamation, or to any neutral state for transhipment 
to, or for the use of, any such belligerent state or any such state wherein 
civil strife exists. Whoever, in violation of the provisions of this sec- 
tion, shall take, or attempt to take, or shall authorize, hire, or solicit 
another to take, any American vessel carrying such cargo out of port 
or from the jurisdiction of the United States shall be fined not more 
than $10,000, or imprisoned not more than five years, or both; and, in 
addition, such vessel, and her tackle, apparel, furniture, and equipment, 
and the arms, ammunition, and implements of war on board, shall be 
forfeited to the United States. Our managing agents as well as all 
private owners should be directed to exercise extreme caution to in- 
sure that no articles appearing on list are transported by American 
flag vessels. Please obtain acknowledgments. 


The field force of the Bureau of Marine Inspection and 
Navigation has been instructed to be on the alert for saboteurs 
and potential instruments of sabotage against vessels leaving 
American ports, according to the Department of Commerce. 
These instructions were contained in a memorandum from 
Commander R. S. Field, director of the bureau, to all super- 
vising inspectors, local inspectors, principal traveling inspectors 
and shipping commissioners. 


MAIL SERVICE TO EUROPE 


Acting Postmaster General W. W. Howes has announced 
that while direct steamship service with Great Britain an 
France is less frequent than heretofore, the Post Office Depart- 
ment is utilizing every opportunity at its command in the for- 
warding of both regular and parcel post mails to these coun- 
tries. 

The absence of direct steamship facilities with Germany 
and Poland required the forwarding of mails for those coun- 
tries to other countries for onward transmission to theif 
destination, said Mr. Howes, adding that the Post Office De- 
partment would exert every available effort with a view to 
expediting of all mails to addressees in the countries named. 

Direct mail service to England and France on less frequent 
schedules will be continued, Mr. Howes pointed out, and mal 
to Poland will be routed through Rumania, while mails to 
Germany from this country will be dispatched to Amsterdam, 
Netherlands, from which point they will be routed to Germany. 
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RATE CONFERENCE ACTS 


The Traffic World New York Bureau 


Faced with the restrictions imposed on American exports 
by the neutrality act the Transatlantic Associated Freight Con- 
ference moved September 5 to meet the situation, which also 
affected the restrictions imposed by European countries on im- 

orts. 

P At the meeting of the Conference were representatives of 
40 American and foreign member steamship lines. It was 
finally decided to require each shipper to obtain a formal writ- 
ten permit from the particular line by which the shipment is to 
be made before delivering freight to the pier. This decision was 
made known by James Sinclair, chairman of the conference. 
He said no action was taken on the expected increase in freight 
rates to meet the high cargo and hull insurance as the out- 
come of war conditions in Europe. 

In explaining the situation Chairman Sinclair said: 

This permit requirement is made in view of the international con- 
ditions and the dislocation of steamship service that has already re- 
sulted and may be anticipated, as well as in view of U. S. restrictions 
on exports and European restrictions on imports either already in effect 
or likely to be promulgated. 


He added that the lines had determined “in the interest of 
good order and avoidance of conflict with government restric- 
tions,” that applications for permits must be accompanied in all 
instances by export declarations which show governmental per- 
mission to export on cargoes subject to license. 

It was stated that, involved in this ruling was the neces- 
sity of determining promptly the nature of the proposed ship- 
ment. According to Mr. Sinclair, this action is important in 
view of the restrictions on exports under the U. S. neutrality 
laws and the proclamations and regulations made, or to be 
made, by President Roosevelt and other executive and admin- 
istrative officers, and in view of the restrictions on imports that 
have been, and are likely to be announced, by foreign coun- 
tries to which shipments are destined. 

With regard to the question of freight rates Mr. Sinclair 
said that, as a result of current conditions, the carriers had met 
and would continue to encounter, vastly increased operating 
expenses by way of insurance and other items that might seri- 
ously affect the conduct of their operations. This matter will 
be considered by the individual rate conferences that make up 
the associated group. The conferences include almost all of 
the regular American and foreign lines operating from the 
North Atlantic ports of the United States to Europe. 

The outbreak of war in Europe, it is figured here, will 
afford a large, if hazardous, opportunity for American mer- 
chant ships to carry cargoes of high price and value through 
extra orders placed with American exporters, and that to a 
large extent, would be carried by foreign flag vessels whose 
sailings have already been cancelled, or where the exporter 
does not want to take the risk of entrusting to foreign vessels 
with the possibility of the ship meeting disaster at the hands 
of the enemy. 

One of the most recent developments in the picture, how- 
ever, was the holding up of the President Roosevelt, which was 
in a serious hurry to get away September 6 to Europe to bring 
back Americans from Europe, because of a strike of 250 of the 
crew in New York on a demand for a bonus of $250 and in- 
surance of $25,000 before they would sail. This was actually 
against a rule, even of the National Maritime Union, which pro- 
vides that, in the case of such disputes, arbitration should be 
the resort. The American Merchant Marine Institute had al- 
ready promised a bonus and to take the other proposal under 
consideration. Shipowners characterized the “strike” by a much 
stronger word. They said it savored more of the nature of a 
“hold up.” 


MEMBERSHIP COMPLAINT FILED 


In a complaint, No. 548, filed with the Maritime Commis- 
sion by A/S J. Ludwig Mowinckles Rederi vs. United States 
Lines (United States Lines); Compagnie Generale Transat- 
lantique (French Line); Cosmopolitan Shipping, Inc., and 
County Line, Ltd. (County Line), complainants allege discrimi- 
natory action on the part of defendants, members of the North 
Atlantic French Atlantic Freight Conference. Complainant has 
asked the commission to withdraw approval of the conference 
agreement, No. 185, and admit complainant to membership in 
the conference. 

According to the complaint the Cosmopolitan Shipping Co., 
Inc., is the general agent of the complainant for operation of 
the Cosmopolitan Line, “and although said defendant has not 
Opposed the admission of the complainant to said conference, 
it is made a party to this proceeding so that all the members 
of said conference shall be before the United States Maritime 
Commission in this proceeding. Complainant, among other 
things, asks the commission make an order directing the de- 
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fendants, and each of them, forthwith to cease and desist from 
quoting to shippers two rates, the lower of which shall be avail- 
able to the shipper only in the event he enters into an exclusive 
patronage contract with the defendant and refrains from ship- 
ping any cargoes by carriers other than the defendants, and the 
higher of which shall be charged to other shippers and to ship- 
pers who violate said exclusive patronage contract; and from 
collecting freight in accordance with such quotations unless, 
within a reasonable time fixed by the commission in such order, 
the defendants shall admit the complainants to full and equal 
membership in the North Atlantic French Atlantic Freight 
Conference. 


CONFERENCE MEMBERSHIP CASE 

The complainants, “Brodin Line” et al. vs. French Line, 
in Nos. 503, 504 and 505, have filed a petition with the Maritime 
Commission asking it to vacate its order dismissing their com- 
plaints and for the entry of an order granting the relief for 
which they prayed in their complaints, or in the alternative, 
for a rehearing. This petition, they said, was filed on the 
firm conviction that the commission had failed to pass on the 
questions presented, had failed to follow governing principles 
announced by the courts, and that the report and decision 
were contrary to law. The decision, in effect, they say, ignores 
and condones plain violations of the shipping act. In the 
pertinent parts of the commission’s decision purporting to state 
the grounds on which the complaints are ordered dismissed, 
the petition says, there is not a word about the use of exclusive 
patronage contracts. 

Complainants, in this petition, urge the commission to 
withdraw its approval of the agreements unless the defendants, 
by admitting complainants to the conference, cease employing 
the agreements as a means of unlawful monopoly, unfairness 
and discrimination against complainants. Otherwise, the peti- 
tion says, it must appear that the commission, instead of en- 
forcing the shipping act, is lending authority to its violation. 


BARGE-RAIL DIFFERENTIALS 


“These respondent railroads respectfully submit that un- 
der the facts in this record, the public interest imperatively 
requires a finding by the Commission that the joint rail-and- 
barge rates should be no less than the all-rail rates,’’ says the 
brief of the railroads in No. 26712, rail and barge joint rates. 

“It may be argued by the barge lines that the establish- 
ment of joint rates on a level of the all-rail rates will injuri- 
ously affect the traffic of the barge lines and may cripple them. 
But if they cannot exist on joint rates on the same level as the 
all-rail rates, it proves that there is no reason for their exist- 
ence. They have simply failed to meet the supreme test of 
general all-around usefulness. There is no aspect of public 
interest that can possibly require the railroads to maintain 
a certain level of rates solely to protect the barge lines.” 

Before reaching the climax stated in the first sentence, 
the railroads said they could not too strongly emphasize the 
considerations affecting the public interest that pervaded this 
case. 

“The barge lines transport no traffic that the railroads do 
not transport,” the railroads said. “They afford no better serv- 
ice than that afforded by the railroads, but as a matter of 
fact an inferior service. They make no pretense of being a 
common carrier agency of transportation. They constitute a 
selective agency, confining their traffic to that which is most 
remunerative and moving that traffic between large centers 
only. There is no inadequacy in railroad facilities that re- 
quires the existence of the barge lines as a supplementary 
agency of transportation. The barge lines, in short, occupy no 
essential place in the national transportation system. Their 
existence depends not on the intrinsic advantages, or superiority 
of service, or upon a public need for their services, but on 
the level of the all-rail rates. They can exist only if another 
agency of transportation exists alongside of them that is re- 
quired by fiat to charge higher rates. These considerations 
weigh heavily in the determination of the issues before the 
Commission in this proceeding.” 

The railroads went into the question as fully as the Mis- 
sissippi Valley Association, their brief being as long as the 
production of that association, something more than 500 printed 
pages. 

This proceeding, said the brief, in its larger outlines pre- 
sented to the Commission the shape of things to come. The 
rise of a new agency of transportation and the resurgence of 
an old one, they said, had brought about problems of rate 
relationships among competing agencies of transportation that 
were hardly dreamed of at the time the Interstate commerce 
act was passed. The proceeding, they added, was a simplifica- 
tion on an exhaustive record of the kind of case that in the 
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future would be more frequently presented to the Commis- 
sion. They said it involved an unusual and novel question of 
rate relationships, not directly bringing in issue the relation- 
ship between the all-rail rates of the railroads and the all- 
water rates of the barge line. On the contrary, they said, the 
case brought in issue the relationship between the all-rail rates 
of the railroads and the joint rail-and-water rates of the rail- 
roads and of the barge lines. It presented, they added, the 
first opportunity that the Commission had, on a comprehensive 
record, to develop the general principles that should guide it 
in the exercise of its discretion in cases such as Application of 
American Barge Line Co., 190 I. C. C. 177, and Eastern Class 
Rate Investigation, 164 I. C. C. 314. 


Why are the barge lines opposed to a parity of rates, to 
an equality in competition? asked the railroads. Answering 
that question, the railroads said the barge lines rendered no 
transportation service that the railroads did not render and 
provided no better service. There was no inadequacy in the 
railroad plant, they said, that required the existence of the 
barge lines as a supplementary agency to the railroads. 


“The barge lines insist upon a differential under the all- 
rail rates solely to enable them to divert traffic from the 
railroads,” said the brief. 


The brief pointed out that the government barge line had 
been established as an experiment and that after a lapse of 21 
years the Commission was called on to determine the reasonable- 
ness, lawfulness and propriety of the relationship between the 
all-rai] rates and the joint rates by rail and barge which had 
been established in that experimental period without such an 
investigation as this. 


The parties to this proceeding, said the brief, were poles 
apart on the question before the commission. That question, 
as stated by them, was what differential, if any, was justified 
under the facts and law? The proposal of the railroads, said 
the brief, was that the joint rates should be no less than the 
corresponding all-rail rates from and to the same points. 


The Mobile Chamber of Commerce and the Alabama State 
Docks and Terminals said that so far as southern territory was 
concerned the third supplemental report in Ex Parte 96, I. C. C. 
163, 716-720, should be modified to permit movement of traffic 
to and from Mobile on rates other than the New Orleans rates. 
Such rates, it added, should be gauged by cost of service. 

The Hutchinson (Kan.) Chamber of Commerce, Salina 
(Kan.) Chamber of Commerce, Topeka (Kan.) Chamber of 
Commerce, the Wichita (Kan.) Chamber of commerce, and the 
Kansas State Corporation Commission said they thought the 
logical and fair method on which joint barge-rail or rail-barge- 
rail rates to or from points in Kansas should be constructed 
was to deduct from the all-rail rates from origin to destina- 
tion the amount in cents a hundred pounds by which the all- 
water rate between the ports of interchange was less than the 
all-rail rate between the same ports. However, they said, if 
the Commission was of the opinion that the differential between 
the all-water rates and the all-rail rates between ports should 
not be observed as the differential in constructing joint rates 
they asked that whatever method was prescribed the amount 
of the differential from a particular origin to Kansas City, the 
same method also be prescribed for determination of the joint 
rate from the same origin to points in Kansas; and that barge- 
rail or rail-barge-rail routes be made available to Kansas wher- 
ever they were available to Kansas City. 

The Iowa commission, Eastern Interior Iowa Industrial Asso- 
ciation, Cedar Rapids Chamber of Commerce Traffic Bureau, 
Iowa-Nebraska Canners’ Association, Western Grocer Co., and 
Marshall Canning Co. pointed out that the rivers which formed 
Iowa’s eastern and western boundaries were being restored as 
waterways under a federal program. With the coming of water 
transportation for river ports, they said, there was inevitable 
necessity for the maintenance and extension of through route 
and joint rate arrangements from and to interior Iowa. Rea- 
sonable and nonprejudicial rates for interior points, they said, 
must be given consideration to the rates from and to the ports, 
from the same origins when supplies and materials were ob- 
tained, and to the same destinations where products and manu- 
factures were marketed by the ports and by the interior. 
Appropriate through routes and joint rates from and to the 
interior, they said, would be a help to the railroads in regaining 
and holding the haul from or to the ports. 

The North Dakota commissioners and the Chamber of 
Commerce of Fargo, N. D., expressed the belief that after a 
view of the mountain of statistical data, which they said had 
been submitted, the Commission would find no more fair or 
equitable basis for the establishment and maintenance of barge- 
rail rates than was laid down in Ex Parte 96. To the extent 
that they had reasonable through rail rates, they said, that basis 
was entirely satisfactory to North Dakota interests. Their 


The Traffic World 





Vol. LXIV, No. 11 







brief covered the general investigation and No. 19132, filed by 
the Fargo Chamber of Commerce and the state commission. 

Confining their arguments to sugar, southern railroads 
assert, in their brief in No. 26712, rail and barge joint rates, 
that the effort of the barge lines to secure joint rates differ- 
entially lower that all-rail is founded solely on their desire to 
secure such a rate situation as will enable them to continue to 
divert traffic from all-rail movement to movement in connec- 
tion with barge lines. Their insistence here on furnishing stor- 
age in transit, the railroads add, is but one more step in that 
same general direction; that is, they seek this further advantage 
to attract traffic to their lines and away from the all-rail service. 

No where in connection with their desire for differentially 
lower joint rates, or in connection with their desire for storage 
in transit, say the rail lines, is any suggestion made that 
either one or the other will produce more traffic to be trans- 
ported. The volume of production, they say, is in no wise 
affected. Hence, they argue, while at first blush this question 
of transit may seem independent of the primary issue, the rela- 
tionship of rates, they say that transit entered into the scheme 
as a whole put forth by barge lines here. 

“The barge lines,” says the report, “are free to make their 
port to port rates as they please. The recent effort to subject 
them to regulation by this commission was sharply opposed. 
This advantage to them in respect of port to port traffic is 
obvious. But they seek to go into the interior at joint rates 
lower than all-rail, and would heap on top of that the ad- 
vantage of storage in transit. 

“Thus it may be said that the rails are called on to con- 
tribute to the support of a service already substantially sub- 
sidized by government expenditure, in order preferentially to 
serve a relatively small number of shippers who, because of 
their geographical location, or the peculiarities of their par- 
ticular traffic produced at such strategic locations, may be 
able to avail of barge service. That is particularly true in 
respect of transit, which is here sought only in respect of 
the transportation of sugar.” 

In the prior reports where the question of transit was con- 
sidered over and over again, the railroads said, the cost of 
storage in transit arrangement had been considered in contrast 
with the so-called and often urged idea of lower costs of water 
transportation; and in addition it had been very definitely held 
that with the barge line granting storage any idea of disability 
or inferiority of barge line service was wiped out. On that last 
point the railroads thought it appropriate to indicate that dis- 
ability or inferiority of barge line service had been thought of 
because of slower service than all-rail. But, they said, they did 
not think the comparison had been properly made; that the 
advantage in the storage-in-transit arrangement needed not be 
thought of as a compensation for slower barge line movement 
on the river for in reality the storage-in-transit supplemented 
and further advantaged the free storage which flowed from 
time consumed in the river movement. So understood, they said, 
the slower time and the storage-in-transit supplemented each 
other. Therefore, they added, on weighing all of the circum- 
stances and conditions surrounding the barge operations in con- 
trast with those surrounding the all-rail movement it followed 
that at rates on the same level the barge lines and their ship- 
pers were advantaged over the rail lines and their shippers. 

“So viewed,” said they, “that situation not only amply 
supports the justification of rates on the same level for the two 
services, but might well justify higher rates, barge-rail, than 
for all-rail movement.” 

The railroads suggested that the Commission should con- 
demn joint barge-rail rates on sugar lower than those that 
were maintained for all-rail movement and deny the barge lines 
storage-in-transit privilege. 

Setting forth its opinion that no formula can contain pre- 
cise provisions which will take care of every situation, Inland 
Waterways Corporation, operating the federal government 
barge line, recommends that the Commission, instead of pre- 
scribing a formula for making differential adjustments, make 
definite and specific findings as to the precise boundaries of 
the territory to be covered by the differential adjustment and 
that it make a definite finding as to the measure of the dif- 
ferentials themselves. The method of expressing such findings, 
according to its brief, is unimportant, so long as it does not 
require the application of a complicated formula in each case 
to pies the differentials and the points to which they 
apply. 

Heretofore, says the government line brief, the Commission 
findings as to differential routes and rates in connection with 
barge lines on the inland streams have been stated in a formula 
which have necessitated innumerable calculations to determine 
the territory within which the differential rates should be ap- 
plied, and the amounts by which the barge and rail rates should 
be less than the corresponding all-rail rates. 
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Experience, the brief adds, has taught that it is impossible, 
as a practical matter, to work out any satisfactory adjustment 
py the rigid application of a formula. From its very nature 
says the brief, any formula used in determining differential 
routes and rates must be capable of general application. When 
situations arise where the application of the formula, accord- 
ing to its terms, the brief argues, would produce unworkable 
or impracticable situations, a satisfactory adjustment cannot be 
checked in unless the parties are willing to give and take in 
an endeavor to carry out the spirit, rather than the letter of the 
formula. The rail carriers, as a group, the brief says, have 
adopted the general policy of refusing to join in any rate or 
route, except to the extent required by the definite terms of 
the formula. The barge lines on their part, declares the brief, 
while on occasion accepting less than would be provided by the 
formula, have been unwilling to take any narrower differential 
than the formula would provide so long as the rail carriers 
refused to yield anything on their part. To avoid such diffi- 
culties in the future the federal barge line urges the Commis- 
sion to make definite findings not only as to the territory which 
is to have a differential rate adjustment but as to the amount 
of the differentials, and the points to which they apply. 

The government barge line brief consists of a volume of 
argument of about 350 pages. For the illumination of that 
text, it has also submitted a volume of exhibits and maps. For 
illustration map No. 5 proposes a differential adjustment 
to and from the Twin Cities, via all river ports, except Kansas 
City, Mo.-Kan,, which would fan out to the southeast to 
Charleston, S. C., to and including the whole of Florida and to 
the southwest to and through Kansas City, Oklahoma City to 
Del Rio and the southern tip of Texas. The territories de- 
scribed are divided into groups, with the first class differential 
shown in black face type and the port through which it would 
apply. ' a ie j 

The fundamental question presented in this proceeding, 
says the brief of the Mississippi Valley Barge Line Co., is 
whether it is in the public interest that railroads be required 
to join barge lines in through routes and joint rates made dif- 
ferentially lower than the all-rail rates. The all-rail rates, 
as such, it points out, are not in issue. Stemming from the 
main question it declared there are two collateral questions, 
namely, what is to be the territorial coverage for such joint 
routes as may be prescribed, and, what are to be the differen- 
tials under the corresponding all-rail rates? 

In deciding that broad question the Commission, says the 
brief, will not be controlled or even influenced by the selfish 
contentions of either of the two competing transportation 
agencies involved. The railroads, for example, it adds, are 
to be pardoned for their desire to handle all existing traffic 
to the exclusion of any other agencies. In that sense they, of 
course, it further declares, are unwilling partners to any joint 
arrangement which contemplates a relinquishment of a part 
of the haul to another carrier. Similarly, the barge line adds, 
the water carriers, respondents and defendants herein, are 
not to be blamed for their natural desire to participate, jointly, 
with their rail connections, in an increased volume of business. 
But these contentions, the brief points out, notwithstanding 
they are connected with a service to the public, are in essence 
selfish. 

“The administrative question presented,” says the brief, 
“is whether the public interest, as distinguished from the purely 
private interests of the contending types of carriers, will be 
better served and promoted if the two avenues of transporta- 
tion, in lieu of one, are kept open. And even though this 
question might be answered affirmatively it cannot rest on the 
mere conclusion that the two routes, one all-rail and the other 
rail-and-water must be kept open. 


“Due to the fact that the two routes provide service of a 
distinctly different character, one fast and superior and the 
other slow and inferior, the latter would be ‘open’ in name 
only unless it were granted a rate or charge sufficiently below 
that of the former to attract patronage through a saving of 
shipping costs.” 

In their approach to the question, said the attorneys for 
the barge line company, they rested secure on the premise that 
if joint rail-and-barge service was to continue, as such, it 
must be accorded a basis of rates lower than the rates for 
all-rail service. That proposition, quite conceivably a matter 
for judicial notice, they said, was proved to the point of dem- 
onstration on this record. Starting from that premise they 
Said it had been their aim to demonstrate to the Commission 
the barge line’s ability to serve the public on the basis of rates 
made differentially lower than the existing all-rail rates and 
still emerge with a profit. They said that if their premise 
and their proof were accepted the conclusion seemed inescap- 
able that the barge lines were offering a service in the public 
interest which should be fostered and encouraged. They said 
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that on the question of the difference or differential “in favor 
of the slower and inferior service, the railroads give the Com- 
mission no assistance.” The barge line brief said that while the 
railroads did not deny directly that the rail-and-water service 
was inferior from the physical or mechanical viewpoint they 
took that position by indirection in their insistence that the 
barge lines were not entitled to any differential under the all- 
rail rates. 

“Agreement with their position,” said the brief, “would 
mean an end to transportation on inland waterways.” 

In conclusion the barge line said it was its firm conclu- 
sion, all things considered, that its showing of an ability to 
perform a service for the public profitably and at a basis 
of charge lower than that maintained by the railroads definitely 
established the economic necessity and desirability for its serv- 
ice and that it put its case before the Commission on that 
premise. 

The Mississippi Valley Barge Line Co., in this brief, said 
it would not press its allegation in No. 26592, Mississippi Valley 
Barge Line Co. vs. Abilene & Southern et al. that the railroads 
discriminated against it because they had joint rates with the 
government barge line from, to, and between points or areas 
as to which they refused to maintain rates and routes with it. 
In the thought that out of this general investigation the Com- 
mission would enter no order which would permit the railroads 
to accord different treatment to different barge lines the allega- 
tion of unjust discrimination would not be pressed. 

Cincinnati shippers and receivers of freight using barge 
and rail routes, particularly those in which the Mississippi 
Valley Barge Line Co. is a participant, in a brief submitted by 
the Drackett Products Co., and others, said that their testimony 
was intended to assist the Commission in arriving at a con- 
clusion and to indicate to it the necessity for the existing barge- 
rail routes and rates from Cincinnati, especially to southwestern 
territory. The Cincinnati shippers, the brief said, were between 
two forces and the fulfillment of the desires of either might 
well destroy the usefulness of the waterway facility which the 
government had made available for the distribution of products 
which were now moving or might move via the water-rail 
routes. They showed a particular interest in the competition 
between Cincinnati using the barge-rail service with shippers 
at New York using the ocean-rail service into the southwest. 
Recent developments, they said, clearly indicated a trend to 
narrow the spread between the all-rail and the barge-rail rates 
which must, in the end, unless changed, result in the destruc- 
tion of a facility which should be preserved. 

The Cincinnatians pointed out that the shortest water haul 
from the Atlantic seaboard to Gulf ports from New York to 
New Orleans was 1,970 miles and the longest water haul from 
Cincinnati to New Orleans was 1,482 miles. They pointed out 
that from New York to New Orleans the first class rate was 
138 cents while from Cincinnati to New Orleans it was 166 
cents. 


It would not appear, said the Cincinnati brief, that the 
maintenance of the 80 per cent basis of all-rail rates via the 
barge route did not offer, in comparison with the ocean rates, 
as great a difference as should prevail since the first class 
rate from New York to New Orleans via ocean was about 55 
per cent of the all-rail first class rate of 251 cents. The brief 
further made comparisons as between Baltimore and Cincinnati 
too Arkansas and between New York and Cincinnati to Louisi- 
ana and Texas points. It said it would be seen by reference 
to a table in the brief that in every case Baltimore or New 
York had water-rail rates lower than the 80 per cent of the 
all-rail rates and that Cincinnati in every case had higher than 
80 per cent of the all-rail rates. 


In the conclusion the Cincinnati brief said that the differ- 
entials between the all-rail and the barge-rail rates were fixed 
by the Commission, in the case of the Mississippi Valley Barge 
Line Co., in Ex Parte No. 99, 167 I. C. C. 41, and supplemental 
reports, and had been found to be reasonably satisfactory al- 
though there might well have been a greater differential pre- 
scribed from Cincinnati. 


PLANTS BY MAIL TO INDIA 


The Post Office Department has been advised by the Postal 
Administration of India that that country has been receiving 
plants and plant products by mail from the United States un- 
accompanied by an official certificate stating that the products 
are free from harmful insects and diseases, resulting in the 
destruction of such products. The department said that the 
certificate might be obtained by those mailing such commodi- 
ties from the Bureau of Entomology and Plant Quarantine, 
Department of Agriculture, or at any port where the bureau had 
inspectors stationed for the purpose of enforcing foreign plant 
quarantines. 
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IMPORTS INTO GREAT BRITAIN 


James W. Young, director of the Bureau of Foreign and 
Domestic Commerce, Department of Commerce, has advised 
American business men that the British war trade restrictions 
now cover practically all imports. Mr. Young announced the 
receipt of a cablegram dated September 6, from the American 
embassy at London, which contains a detailed account of the 
new import restrictions. 

“Since shipments are subject to either import licenses or 
exchange permits, exporters should make sure that these have 
been obtained by British importers before forwarding merchan- 
dise to the United Kingdom,” Mr. Young said. “Failure to 
comply with these war-time measures may result in serious 
loss, as there is no assurance that unlicensed shipments can be 
returned to the United States or that payment for the goods 
can be obtained.” 

Mr. Young pointed out that the restrictions apply to parcel 
post as well as to freight shipments. 

About the only things that will not require import licenses 
are goods dispatched from interior points in the United States 
before September 5 if bona fide shipment can be proved, fresh 
apples, pears, bananas and citrus fruits. Clocks, watches, glass- 
ware, beads, toilet articles, linens and a long list of acids are 
on the forbidden list. The only automotive articles permitted 
to be imported are lorries, omnibusses, fire engines, ambulances 
and tractors. 

The American embassy in London has forwarded the British 
lists of contraband, both absolute and conditional. The abso- 
lute contraband are all kinds of arms, fuel, tools, and imple- 
ments used or usable in making war gear. The conditional con- 
traband list includes all kinds of food, foodstuffs, feed, forage 
and clothing and articles and materials used in their production. 


c. 0. D. SERVICE TO DENMARK 

The Post Office Department has announced that at the 
request of the Postal Administration of Denmark, the insured 
c. o. d. parcel post service to that country is temporarily sus- 
pended. The department said it was not known whether or 
not the dispatch of c. o. d. parcels to this country had been 
suspended by Denmark. Application for refund of postage 
paid on c. o. d. parcels for Denmark which are returned to 
the senders because of the suspension of the c. o. d. service, the 
department says, are to be handled in the usual manner. 


REPRESENTATION OF EMPLOYES 


The National Labor Relations Board has ordered an elec- 
tion within 20 days from August 30 among the employes of 
the Jersey City Dry Docks Co., Jersey City, N. J., to determine 
whether or not they desire to be represented by the Industrial 
Union of Marine & Shipbuilding Workers of America, Local 
No. 15, C. I. O. affiliate. All of the woodworkers, ironworkers, 
laborers, dock hands and miscellaneous help who received any 
pay for work for the company in each of the three months 
preceding the board’s order will be eligible to vote. 

The National Mediation Board has certified that the In- 
ternational Brotherhood of Red Caps has been authorized to 
represent ushers (red caps), employed by the Memphis Union 
Station Co., and the International Brotherhood of Red Caps 
to represent ushers (red caps and station porters), employed 
by the Cleveland Union Terminals Co., for the purposes of 
the railway labor act. 


RAIL-WATER DIVISIONS 


What was expected to be the last hearing was begun Sep- 
tember 6 in Washington before Examiner Archer in No. 27969, 
Agwilines, Inc. (Clyde-Mallory Lines) et al. vs. Akron, Canton 
& Youngstown et al. The proceeding is about the controversy 
between the water lines carrying freight brought to the north 
Atlantic ports by eastern railroads and carried from southern 
ports into the interior by southwestern railroads. The water 
lines alleged that the divisions accorded to them by their rail 
connections were inequitable and unreasonable in that they 
were lower than they should be. The hearing that was ex- 
pected to be the last was for the cross examination of witnesses, 
some of whom were cost accountants, and the submission of 
rebuttal testimony. 


U. S.-SOUTH AFRICA AGREEMENT 


The Board of Commissioners of the Port of New Orleans 
has filed a protest with the Maritime Commission against ap- 
proval of the proposed agreement, No. 7060, between Kerr 
Steamship Co., and the members of the U. S. A./South Africa 
Conference, alleging that the agreement does not allow Kerr 
and the conference lines to operate out of New Orleans to 
South Africa. Such arrangements, the protestant said, were 
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in violation of the merchant marine and shipping acts. It 
added that the agreement did not contain any provision for any 
minimum sailings from New Orleans each month, or that 
there was any provision for any service whatsoever from New 
Orleans. 

The board asserted that it was in the dark as to what 
grounds any line that now received a subsidy from the tax- 
payers of the United States through the medium of the Mari- 
time Commission could justify the signing of an agreement 
which would bar New Orleans from demanding service from 
such subsidized lines comparable to that furnished other com- 
peting ports. It asks the commission to withhold approval of 
the agreement and to set it down for hearing and argument 
at om Orleans, “at which time further evidence will be pre- 
sented.” 


MOTOR FREIGHT PROPORTIONALS 


Frederic E. Stout, as attorney for some sixty moter fr¢igni 
operators, has filed a petition in the federal district court at 
Chicago seeking an injunction against and an annulment of the 
Commission’s order in I. and S. M-247, proportional rates be- 
tween Chicago and Wisconsin points. The Commission’s order 
requires the cancellation, not later than October 10, of schedules 
of motor carriers naming rates lower than existing local rates 
on truckload and less-truckload all freight between Chicago 
and specified points in Wisconsin, Illinois and Indiana, for ap- 
plication on traffic received from other carriers or delivered to 
4 * ane at those points (see Traffic World August 12, 
p. > 

The I. and S. proceedings were begun on the Commission’s 
own motion and an original decision ordering the cancellation 
of the rates was handed down in December, 1938, reversing the 
examiner’s recommendations that the rates be permitted to go 
into effect. Subsequently, the case was reopened, on petition 
of railroads, competing motor carriers, and competing freight 
forwarders, and the decision was reaffirmed. 

Chairman Eastman, in dissents to both decisions, pointed 
out that no objection to the proposed rates was voiced by any- 
one until after the reopening, and that, even then, there was no 
pa objection. The rates ordered cancelled, the Commission 
said' in its second order, were in effect, divisions of joint rates 
of the forwarders. Owners of property transported under them 
would not obtain savings under the existing rates, it said. 

The petition for annulment of the Commission’s order, 
filed in federal court, quotes from the proposed report of Ex- 
aminer A. E. Later in support of the contention that the sus- 
pended rates are reasonable and justified. 


MOTOR ACT PROSECUTIONS 


The Commission has been advised, according to a state- 
ment by Secretary Bartel, that a permanent injunction has 
been entered in the federal court for the western district of 
Arkansas against H. G. Somerville, of Hope, Ark., restraining 
him from continuing to transport property in interstate com- 
merce without a certificate and without having tariffs on file. 
The statement said that at the same time the injunction was 
obtained Somerville pleaded guilty to a 12-count information 
charging similar violations of the motor carrier act. The 
court, it said, deferred pronouncing sentence on the guilty plea 
“until September 28, 1939, at which time the defendant was 
directed to appear before the court at Texarkana, Ark.” 


A. T. A. MEETING SPEAKERS 

The American Trucking Association, Inc., has announced 
that Commissioner Aitchison will be a luncheon time speaker 
at its annual meeting at the Stevens Hotel, Chicago, October 
24, the second day of the meeting. Another speaker will be 
James S. Arnold, a vice-president of Kuhn, Loeb & Co., October 
23. Ray Tucker, newspaper columnist, will be the speaker, 
October 25, the last day of the speaker. 


MOTOR-WATER-RAIL GRANITE RATES 


The Commission has broadened the scope of its investiga- 
tion in No. 28286, granite, Vermont to trunk line and New 
England points, so as to include contract carriers by motor 
vehicles (see Traffic World, June 24, p. 1400). Request for 
inclusion of motor contract carriers was made by the Central 
Vermont and other New England rail lines. 

The inquiry as it originally stood affected common cal- 
riers by railroad, water and motor with respect to the trans- 
portation of stone or granite from points in Vermont to points 
in Connecticut, Delaware, District of Columbia, Maine, Mary- 
land, Massachusetts, New Hampshire, New Jersey, New York, 
Pennsylvania, Rhode Island and Vermont. The proceeding 1s 
to be assigned for hearing at such time and place as the Com- 
mission may hereafter direct. 
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SUBSTITUTED FREIGHT SERVICE 


Suggesting that part of the Commission’s order in Ex 
Parte 129, substituted freight service, if enforced would cause 
a deprivation of valuable rights under the grandfather clause 
of the motor carrier act, the Cotton Belt and its Texas sub- 
sidiary have asked the Commission to rescind that part of its 
order in that case which requires it, within thirty days, to file 
a common carrier motor application. The petition carries an 
implication that the Commission is not familiar with its own 
records for the reason that the Southwestern Transportation 
Co., a wholly owned subsidiary and a joint participant in the 
substituted freight service, has a presumably final order in 
MC 59488, a common carrier application under the grandfather 
clause. 

That fact alone, said the Cotton Belt petition, would ap- 
parently comply with the first paragraph of the Commission’s 
opinion in that the participating motor carrier was authorized 
to act as a common carrier by motor vehicle in accordance 
with the provisions of sections 206-208, of the motor carrier 
act. In addition the petition declares the subsidiary motor com- 
pany has pending a contract carrier application, MC 23764, 
on which a hearing has been held. Furthermore, the petition 
sets forth that the Commission many times has been furnished 
copies of contract between the railroad company and the trans- 
portation company. The Cotton Belt additionally declares that 
if given a hearing it will show that the situation of itself and 
its subsidiaries is no different from that of southern and west- 
ern carriers mentioned in the report, although the report said 
it was different because to some extent it, as well as eastern 
carriers utilized to some extent so-called contract carriers in 
the substituted service. 

Compelling them, the Cotton Belt and its Texas subsidiary 
to engage in motor transportation business itself, or to cease 
a practice that has been carried on with at least tacit approval 
by the Commission for the past ten years, says the petition, is 
in effect depriving them and the Southwestern Transportation 
Co. of valuable rights under the grandfather section without 
due process of law. In addition, it is declared, it is a pre- 
judging of the contract application of Southwestern Transpor- 
tation Co., which has already been heard on a complete record. 

The Cotton Belt not only asks recission of part of the order 
but that the Commission set the cause for hearing at an early 
date with respect to the operations of the petitioners and 
the Southwestern Transportation Co. in substituted service. 

Eastern railroads, in Ex Parte 129, have asked the Commis- 
sion to extend, for not less than thirty days, the time in which 
they or the motor carriers now acting for them in furnishing 
substituted service, shall file appropriate applications for cer- 
tificates as common carriers by motor vehicle, as required by 
the Commission’s decision in this proceeding, 232 I. C. C. 683. 
They say the report in which they were required to file such 
applications within thirty days from its service, was served on 
them at various times, one as early as August 12 and another 
as late as August 26. 

__ The eastern lines say they cannot do the preliminary work 
within even the staggered time allotted. They assert that every 
substituted service will have to be examined to determine the 
precise scope of the certificate that will be required if the motor 
carrier is to continue its present substituted service. Even those 
eastern carriers which have motor subsidiaries also employ, it 
is represented, independent motor carriers, to a considerable 
extent. Important decisions, they say, must be made, in con- 
nection with the matter; as, for instance, whether the applica- 
tion should be made by the railroad company or by a subsidiary 
or an independent motor carrier. Preliminary to that, it is 
observed, it is necessary to decide, for example, the status of 
employes under each possible type of motor operation in that 
Substituted service. In making the application for more time 
right away, the railroads reserve the right later to ask for 
more, should more be necessary. 


MOTOR ORDERS EFFECTIVE 
. The following recommended orders have become effective as 
shown: 

MC 959 Sub. No. 4, Roscoe Sharps, dba R. Sharps Trans- 
Port, extension of operations, Cainsville and Bunceton, as of 
Aug. 21; MC 1374 Sub. No. 1, Paul Littrell, extension, as of 
Aug. 17; MC 3815 Sub. No. 1, Guy Thompson, dba Alma Oil 
Co., extension Edison, as of Aug 21; MC 4994 Sub. No. 2, 
Thornton E. Johnson, dba Tom Johnson, extension of opera- 
tion, as of Aug. 17; MC 12160, Mrs. Hugh Oscar Eisenhower, 
broker application, as of Aug. 18; MC 27847 Sub. No. 1, M. F. 
Blackford, common carrier application, as of Aug. 17; MC 
58960 Sub. No. 1, Roy E. Miller, extension, Baltimroe, Ohio- 
Louisville, Ky., as of Aug. 21; MC 61967, Frank Bauder, com- 
mon carrier application, as of Aug. 17; MC 72318 Sub. No. 1, 
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Industrial Transport, Inc., extension, Maryland, etc., as of 
Aug. 18; MC 80430 Sub. No. 2, Gateway City Transfer Co., 
Inc., common carrier application, U. S. highway 63 alternate 
route extension, as of Aug 21; MC 87368 Sub. No. 1, E. F. 
Anderson, dba E. F. Anderson Truck Line, common carrier 
extension, farm equipment, as of Aug. 17; MC 89956, Magee 
Brooker, common carrier application, as of Aug. 18; MC 91526, 
Richard M. Leroux, common carrier application, as of Aug. 
17; MC 92790, Edmund J. Westman, common carrier applica- 
tion, as of Aug. 17; MC 94099, George Breakenridge, common 
carrier application, as of Aug. 17; MC 94290, Frank G. Thomas, 
common carrier application, as of Aug. 17; MC 94479, Bulk 
Trucking Co., common carrier application, as of Aug. 21; MC 
94544, Barrows Garage, common carrier application, as of 
Aug. 18; MC 95387, Carmen Fasanella, dba Irish Express and 
Storage Co., common carrier application, as of Aug 18; MC 
95494, C. D. Grimm, common carrier application, as of Aug. 
17; MC 95807, Catherine C. Coughlin, dba Coughlin Transpor- 
tation Co., contract carrier application, as of Aug. 17; MC 
95862, William John Carroll, dba Carroll’s Radio & Refrig- 
erator Service, common carrier application, as of Aug. 18; 
MC 95886, L. B. Edwards, common carrier application, as of 
Aug. 17; MC 95899, Arthur Hendrickson, Inc., common carrier 
application, as of Aug. 18; MC 100203, Floyd J. Venable, con- 
tract carrier application, as of Aug. 21; MC 100221, George 
Meininger, contract carrier application, as of Aug. 18; MC 
100232, John P. O’Neil, common carrier application, as of Aug. 
21; MC 100347, J. Marlin Burkholder, contract carrier appli- 
cation, as of Aug. 17; MC 100427, Ensign C. Griffiths, common 
carrier application, as of Aug. 17; MC 12173, Dixie Motor 
Coach Corporation, broker application, as of Aug. 26; MC 
30022, Sub. No. 3, Paul S. Crebs, extension of operations, 
household goods, as of Aug. 23; MC 32582, Sub. No. 2, Gar- 
land Waine Shuler, dba Shuler’s Transfer, extension, flooring, 
as of Aug. 22; MC 32702, Sub. No. 1, Ralph T. McKibben, 
extension of operations, Cincinnati, Ohio, as of Aug. 23; 
MC 44708, Sub. No. 1, William L. Kromer and Ethel M. 
Kromer, extension of operations, as of Aug. 23; MC 60014, 
Sub. No. 1, Loran Leroy Erskine, dba L. L. Erskine, extension 
of operations, Kentucky, Pennsylvania and Illinois, as of Aug. 
21; MC 62745, Sub. No. 1, Wooleyhan Transport Co., extension 
of operations, New Jersey, as of Aug. 24; MC 74595, Sub. No. 
2, T. E. Mercer, common carrier application, as of Aug. 23; MC 
81675, Sub. No. 1, Gilbert W. Graham, extension of operation, 
as of Aug. 22; MC 89082, Sub. No. 1, John J. LeGier and George 
LeGier, dba LeGier Bros., extension, Connecticut, Maine, Massa- 
chusetts, New Hampshire and Pennsylvania, as of Aug. 24; 
MC 89584, George R. Wosepka, common carrier application, as 
of Aug. 23; MC 89792, H. J. Hampton, common carrier applica- 
tion, as of Aug. 24; MC 92150, John Marsden and Francis A. 
Curry, common carrier application, as of Aug. 22; MC 92150, 
Sub. No. 1, John Marsden and Francis A. Curry, dba Marsden 
& Curry, extension of operations, as of Aug. 22; MC 93714, 
D. E. Wessle, dba Pat’s Transfer, common carrier application, 
as of Aug. 23; MC 93975, M. J. Williams (formerly Dewey 
Cook and M. J. Williams, dba Cook & Williams), common 
carrier application, as of Aug. 21; MC 94174, Frank Schofield, 
common carrier application, as of Aug. 21; MC 95106, John T. 
Madigan, common carrier applicatiin, as of Aug. 26; MC 95109, 
Luther Beahr, common carrier application, as of Aug. 24; MC 
95235, Sub. No. 1, Petrozak Brothers, common carrier applica- 
tion, as of Aug. 26; MC 95347, V. F. Drennen, common carrier 
application, as of Aug. 21; MC 95377, Sub. No. 1, E. C. Miller, 
extension of operation, as of Aug. 24; MC 95727, Harry K. 
Robbins, common carrier application, as of Aug. 21; MC 95846, 
L. G. Harris, common carrier application, as of Aug. 21; MC 
95876, Michael A. Genz, dba Granite City Transfer Co., common 
carrier application, as of Aug. 21; MC 100053, Anthony J. Pan- 
tano, common carrier application, as of Aug. 17; MC 100073, 
Frank Brozovich, dba Valley Truck Service, common carrier 
application, as of Aug. 21; MC 100229, Ace Transfer Co., com- 
mon carrier application, as of Aug. 23; MC 100240, Paul 
Schmerling and George W. Schmerling, dba Alexandria Bus 
Co., common carrier application, as of Aug. 24; MC 100263, 
Pat N. Lancaster, dba Lancaster Furniture & Transfer Co., 
common carrier application, as of Aug. 21; MC. 100291, Wil- 
liam E. Anthony, contract carrier application, as of Aug. 24. 


HOEY CERTIFICATE LITIGATION 


Consideration of the petition of the Commission for an in- 
junction to restrain certain operations of James F. Hoey, dba 
Midland Service Company, was postponed to September 12 on 
request of H. F. Mueller, attorney for the Commission (see 
Traffic World, September 2, p. 505). The case, scheduled to be 
heard before Judge Charles E. Woodward in the federal dis- 
trict court at Chicago September 8, will be heard by Referee 
William L. Sullivan on the new date. 
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THE GROWTH OF FIELD WAREHOUSING 


Speaking at an educational conference of the Texas Bank- 
ers’ Association at Austin, Texas, September 4, John H. Fred- 
erick, professor of transportation and industry, University of 
Texas, described the operations of field warehouses and the part 
the comparatively new process of field warehousing is playing 
in the stabilization of industry and the broadening of industrial 
credits. 

He described field warehousing as “a plan whereby goods, 
on which the owner desires to effect a loan, may be stored on 
the owner’s premises and still be acceptable as collateral” for 
a bank loan. In effect, he said, field warehousing meant the 
creation of a public warehouse on the premises of the owner 
of the goods solely for the purpose of storing those goods under 
the custodianship of a public warehouseman. 

Such a system, he said, had numerous advantages. It was 
more of a credit instrument than a strictly storage operation, 
he said, and served to bring the benefits of warehousing credit 
to manufacturers and processors located where they could not 
take advantage of the service of public warehouses, and on 
goods not adapted to public warehousing. In the first case, he 
pointed out, field warehouses eliminated wasteful and unneces- 
sary transportation, and, in the second, it provided a means of 
bank credit to processors of such bulky commodities as crude 
and refined petroleum and bulk cottonseed. 


Generally speaking, he said, individual growers of agricul- 
tural products found it more convenient to store their products 
in one or the other of the many types of special commodity 
warehouses suited to their needs; it was only distributors, pro- 
cessors and manufacturers, as a general rule, who found field 
warehousing useful, though occasionally a cooperative market- 
ing association which possessed warehouse space of its own 
could use the system to great advantage. 


Practice on the Increase 


The practice of field warehousing, he said, had been on the 
increase in recent years. Where there were only 250 such ware- 
houses in 1926, there were more than 5,000 today, and the 
number was steadily growing. He added that, because receipts 
of field warehouses were not segregated from general ware- 
house receipts for statistical purposes, it was impossible to esti- 
mate the amount of financing accomplished through the field 
warehouses. The soundness of the plan, however, he said, was 
proved by the fact that many banks were now advertising their 
willingness to make loans on field warehouse receipts. 

More than 600 different commodity classifications had al- 
ready appeared on field warehouse receipts used as bank col- 
lateral, he said, mentioning, among others, industrial raw 
materials, drugs, groceries, canned goods, textiles, flour, cloth- 
ing, wine, liquor, paper and pulp, steel and iron, furniture, 
petroleum, cottonseed, lumber, automobile tires, radios, refrig- 
erators, toys, plumbing and heating supplies, and machinery. 


The practice competed directly with general merchandise 
warehousing, he pointed out. For that reason, general ware- 
house organizations had added field warehousing services to the 
other they held themselves out to perform, though there had 
also been set up a number of organizations specializing in field 
warehousing operations. The process, he said, might be simply 
described as an extension of public warehousing in which the 
warehouse came to the goods, instead of the goods going to the 
warehouse. 

Resulting Economies 


He enumerated the economies of the system as including 
the elimination of the handling of the goods into and out of the 
public warehouse; the elimination of the cost of transportation 
to and from the public warehouse; the avoidance of damage to 
containers through transportation and handling; savings in time 
and motion, and the fact that the charges for field warehousing 
could be calculated on a lower basis than those for public ware- 
housing, because the warehouseman included nothing for invest- 
ment in buildings and equipment which had already been bought 
and paid for by the storer. 

There were also advantages to the banker, he pointed out, 
in that he had been able to suggest to the borrower who for- 
merly made his loans on unsecured notes, that raw materials 
or finished goods be segregated into a field warehouse as col- 
lateral. In addition, he said, field warehouse financing could be 
handled locally by banks in places where, formerly, goods 
moved out to distant public warehouses, there to be financed 
by the banks in the larger cities. He strongly advised local 
bankers to promote that type of business. It presented, he said, 
“a wonderful opportunity” to small-town bankers, pointing out 
that the loans on goods in field warehouses were liquid, because 
the goods were eventually “absorbed into consumption,” and 
the bank loan paid off first out of the inflowing cash. He related 
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several actual instances where local bankers had found profit- 
able business in financing field warehousing in the cotton, dairy 
products, canned foods, and petroleum industries. Besides fur- 
nishing profitable business to the banks, he said, these opera- 
tions helped to stimulate local business generally, because they 
served to spread what would otherwise be seasonable manu- 
facturing processes evenly over the year. 


Necessary Factors 


He enumerated the factors necessary to successful and lega] 
field warehousing. The first was the services of a public ware- 
houseman empowered under the law to issue warehouse receipts, 
Although he was sometimes selected by the storer alone, the 
speaker suggested that the banker should have some voice in 
the selection. The second factor was the place of storage, which 
must be leased to the warehouseman and to which that ware- 
houseman must have exclusive possession. The space might be 
part of the floor of a building, a separate building, round space 
or sheds or tanks, he said, but it must be controlled entirely 
by the warehouseman. 

There must, then, he said, be actual and legal change of 
possession of the goods from the store to the warehouseman 
and public notice of that change must be made. Failure to 
make such notice, he warned, might invalidate the transaction. 
In most cases, he said, that was done by means of placards. 
The goods involved in the transaction, he added, must be care- 
fully segregated from other goods of the storer, and each stock 
pile, tank, or container should be placarded. The custodian in 
charge of the stored goods must be an employe of the ware- 
houseman, although in many actual cases, he has been a former 
employe of the storer destined to return to his former employer 
when the transaction ended. Courts, the speaker said, had 
approved that practice. 

Once the transaction has been made and the good segre- 
gated, the storer may not withdraw any of them except on an 
order from the bank to the agent of the warehouseman. The 
bank may demand that other goods be delivered to the field 
warehouse to take the place of those withdrawn or may demand 
a payment on its loan to cover the decrease in its collateral, 
the speaker pointed out. 

He summarized the plan as follows: 


Field warehousing is really nothing more than an extension of 
the financial services of public warehousing organizations. It can 
be legitimate only when certain requirements are fully met. These 
requirements are: 

1. The goods must be stored with a bona fide public warehouse- 
man, operating as such for profit and having no connection with the 
storer. 

2. There must be an actual and continuous change of possession, 
and control of the goods. The possession must be absolutely and 
unequivocally in the warehouseman who should have the sole right 
of access to the place of storage. 

3. Notice of possession by the warehouseman should be given to 
the public in such a clear, unmistakable manner that no one can 
be misled as to the rights of the parties to the goods. 

If a field-warehousing operation meets these requirements, trans- 
actions arising out of it cannot be successfully attcked in any sort 
of proceeding, and will be profitable to all concerned. 

Field warehousing loans have, by their application to credits that 
could not otherwise be properly handled, become an important part 
of the loaning activities of many banks. As business men and bankers 
more generally realize the profits from this type of loan it is likely 
that the use of field warehouse receipts as collateral will increase. 
This will benefit customers and bank profits where the time and at- 
tention is given to the consideration of possible loans of this type 
and to the careful establishment of methods and systems of servicing. 


ELECTRIC RAILWAYS’ EARNINGS 


Electric railways reporting to the Commission had op- 
erating revenues of $41,770,159 in 1938 as compared with 
$47,705,933 in 1937, and net income deficits of $10,713,671 and 
$7,080,611 for those years, respectively, according to a com- 
pilation by that body’s Bureau of Statistics (statement No. 
3948). The number of lines reporting was 104 in 1938 com- 
pared with 97 in 1937. These companies had operating ex- 
penses of $40,338,127 in 1938 as compared with $44,358,169 in 
1937 and their operating income was $1,940,827 (deficit) and 
$349,770 in those years, respectively. 

The number of employes at the close of the year ended 
December 31, 1938, amounted to 14,390 as compared with 
16,260 in 1937, and the compensation totaled $21,741,850 and 
$23,362,894 in those years, respectively. According to the 
compilation dividends declared amounted to $916,364 in 1938 
as compared with $1,724,193 in 1937. ; 

Of the number of companies reporting in 1938, 12 were in 
receivership or trusteeship at the close of the year, a decrease 
of 8 under the prior year. Of those 8 companies, 6 discon- 
tinued business, one was sold and reorganized as a new com- 
pany, and one was discharged from trusteeship and reorgan- 
ized in the year. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Motor Carrier Insurance 


Illinois—Question: As a matter of information would ap- 
preciate receiving your opinion and, if possible, Commission or 
court decisions regarding the following questions: 

Are common motor carriers operating under regulation of 
the Interstate Commerce Commission required to carry cargo 
and public liability-property damage insurance on each vehicle 
and, if so, what are the minimum amounts of coverage required 
and the penalty for failure to carry the required insurance 
coverage ? 


Answer: Section 215 of the Motor Carrier Act, 1935, pro- 
vides that no certificate or permit shall be issued to a motor 
carrier or remain in force, unless such carrier complies with 
such reasonable rules and regulations as the Commission shall 
prescribe governing the filing and approval of surety bonds, 
policies of insurance, qualifications as a self-insurer or other 
securities or agreements, in such reasonable amount as the 
Commission may require, conditioned to pay, within the amount 
of such surety bonds, policies of insurance, qualifications as a 
self-insurer or other securities or agreements, any final judg- 
ment recovered against such motor carrier for bodily injuries 
to or the death of any person resulting from the negligent 
operation, maintenance, or use of motor vehicles under such 
certificate or permit, or for loss or damage to property of 
others. 


In Motor Carrier Insurance for Protection of the Public, 
1M. C. C. 45, 6 M. C. C. 407, and 12 M. C. C. 413, the Com- 
mission has, in accordance with a further provision of Section 
215 of the Motor Carrier Act, prescribed rules and regulations 
covering .the filing and approval of surety bonds, policies of 
insurance, qualifications as a selfinsurer or other securities 
or agreements. 


The regulations prescribed by the Commission provide for 
the following minimum amounts of insurance: 


1. Reasonable minimum amounts of insurance for bodily injury 
or death on each motor vehicle transporting passengers are and will 
be as follows: For one person, $5,000; subject to that limit per 
person, for all persons in any one accident where the seating ca- 
pacity is 7 passengers, or less, $15,000; 8 to 12 passengers, inclusive, 
$20,000; 13 to 20 passengers, inclusive, $30,000; 21 to 30 passengers, 
inclusive, $40,000; and 31 passengers, or more, $50,000; and for property 
damage, $1,000. 

2. Reasonable minimum amounts of insurance on each motor 
vehicle transporting property for bodily injury or death are and will 
be: For one person, $5,000; subject to that limit per person, for all 
persons in any one accident, $10,000; and for property damage, $1,000. 

3. A reasonable minimum amount of insurance to cover loss or 
damage to property belonging to shippers or consignees and coming 
into the possession of such carrier in connection with its transporta- 
tion service is and will be: For the loss or damage to property carried 
On any one motor vehicle, $1,000; for loss of or damage to or aggre- 
gate of losses or damages of or to property occurring at any one time 
and place, $2,000. 

4. A reasonable minimum amount of protection as a condition 
to the issuance of a broker’s license is and will be a bond or other 
security in the sum of $5,000. 


Liability of Shipper for Injury Caused by Trucking Company 


illinois —Question: Is a shipper liable in any manner in 
the event a shipment of his is on a common carrier truck which 
is Involved in an accident? In other words, assume that one 
of your shipments was on a common carrier truck and the com- 
pany owning that truck was sued for damages or injuries on 
the highways caused by that truck. Could you be made a 
defendant in a suit and would you be obliged to pay your por- 


The Traffic World 


PAGE 557 





tion of any judgment handed down by the courts merely be- 
cause you had a shipment on that truck and the trucker did 


not have sufficient insurance to cover the amount sued for? 


If yes, cite decisions. 

Assuming the carrier in question is a contract carrier op- 
erating interstate, what would the answer be and, if yes, can 
you cite recent decisions ? 

Answer: The law relating to the liability of the truck 
operator and shipper for injury to third persons is quite defi- 
nitely settled. Ordinarily either the law relating to master 
and servant or that of principal and independent contractor 
governs the relations between the shipper and the truck op- 
erator. 

For the acts of an independent contractor the employer is 
in general not liable; for the acts of an agent or servant, within 
the scope of his employment, the employer is in general liable. 
In so far as the employer retains the right of general control 
and management of the work, he makes the employe his agent 
or servant; but in so far as the employer leaves the choice 
of means and methods to the employe he markes him an inde- 
pendent contractor. 

Whether the manufacturer exercises control over the man- 
ner in which the goods are transported by the trucker deter- 
mines whether the trucker was acting as a servant or independ- 
ent contractor. If the manufacturer exercises general control 
over the transportation of the goods, he is liable. Otherwise he 
is not liable. 

The following are more recent decisions in which the ques- 
tion at issue was whether or not the truck operator was a ser- 
vant of the shipper or an independent contractor: Carter Publi- 
cations vs. Davis, 60 S. W. (2d) 640; Redfield vs. Chalsea Coal 
Co., 16 Pac. (2d) 475; McDonald vs. Hall-Neely Lumber Co., 
147 Sou. 315, and Dave Lehr vs. Brown, 58 S. W. (2d) 886. 
See also Giroud vs. Stryker Transportation Co., 140 Atl. 303 
and Johnson vs. American Oil Co., 166 Atl. 135. 

The principle of the above decisions applies to motor car- 
riers operating as contract carriers, as ordinarily such question 
does not arise as between a shipper and a common carrier. 


Switching—Absorption of Connecting Lines Charges 


Wisconsin.—Question: Will you kindly give me your opin- 
ion on the following question: 

Smith shipped a carload of scrap rags from Minneapolis 
via Railroad A consigned to himself at Milwaukee, care of 
Jones Mfg. Co. industry track, located on Railroad B. Smith 
having no industry track at Milwaukee, arranged with the 
Jones Mfg. Co. for the use of their track for the spotting of 
the car, without notification to Railroad A or B. 

Railroad A’s switching absorption tariff reads in part as 
follows: 


Railroad A will absorb switching charges of connecting lines on 
carload competitive traffic to and from industries reached by other 
railway lines handling traffic from point of origin to destination. 


Railroad A publishes a circular naming all firms that have 
industry tracks at competitive points. Circular does not carry 
Interstate Commerce Commission or state commission num- 
ber, and switch absorption tariff makes no reference to circular. 
It is, therefore, my opinion that Railroad A can lawfully absorb 
the switch charge of Railroad B and failure to do so would 
result in discrimination. 

The opposition contends that inasmuch as the shipment is 
consigned to Smith, who is not listed as an industry in the 
circular, delivering line’s switch charge cannot lawfully be ab- 
sorbed by line-haul carrier A. 

Answer: It is our opinion that the provisions of Railroad 
A’s switching tariff quoted by you permits the absorption of 
the switching charge of Railroad B on a shipment which is 
unloaded by Smith on the industry track of the Jones Manu- 
facturing Company. A circular not filed with the Interstate 
Commerce Commission and not referred to in the switching 
absorption tariff has no bearing on the application of the 
switching absorption tariff, under the principle of the Commis- 
sion in Glarner & Co. vs. Southern Ry. Co., 129 I. C. C. 75, 78; 
Frazer vs. Atlantic Coast Line R. Co., 122 I. C. C. 520, 523. 
See also, the decision in Bancroft & Sons Co. vs. Director Gen- 
eral, 87 I. C. C. 421. 


Refusal of Damaged Goods by Consignee 


Ohio.—Question: I will appreciate a ruling as to the freight 
charges which are prepaid on the movement of freight after 
reaching its original billed destination and refused by the orig- 
inal consignees on account of damage, such damaged material 
being reshipped to another point at which material can be 
segregated and the material not damaged, used and disposed 
of, and carriers given full credit, and the portion of the mate- 
rial damaged beyond use, is returned to carriers for their 
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salvage. The question is, who is responsible under the law for 
the accrued charges from the billed destination point, from 
which point the goods are ordered returned to another point, 
in order to help out the carriers in the matter of disposition 
of material damaged and refused by original consignee. 

In other words, are the freight charges covering this move- 
ment chargeable to the carriers as part of their responsibility 
in the matter of damage, wholly or partially on the original 
movement from point of origin to billed destination, or are 
they responsible only for the proportionate freight charges 
accruing on the material which it is finally found is damaged, 
and which it returned to them, and that freight on the propor- 
tionate part of the material not damaged and full credit given 
to the railroad company being chargeable to the original ship- 
ment on the basis of the fact that consignee in the first place 
has no legitimate or legal reason or cause to refuse that por- 
tion of material which is not damaged. 

Will appreciate full information, together with citations 
as to cases decided. 

Answer: Although there is some authority to the contrary, 
where the goods are injured during transportation, or part of 
them are lost, the consignee, it is said, cannot abandon the 
consignment and sue for the full value, but must accept the 
goods as tendered and sue for damages. Myer vs. Vicksburg R. 
Co., 6 Sou. 218; Morell vs. Northern Central R. Co. (N. Y.), 
16 Hun. 585; Freeman vs. Weir, 94 N. Y. S. 327; Cent. of Ga. 
R. Co. vs. Montmollen, 39 Sou. 820; Parsons vs. U. S. Express 
Co., 123 N. W. 776; Reason vs. Detroit, etc., R. Co., 113 N. W. 
596; C. C. C. & St. L. Ry. Co. vs. Bement-Rea Co., 154 N. E. 32; 
Crinnella vs. Northwestern Pac. R. Co., 259 Pac. 774; Patterson 
vs. R. Co., 195 S. W. 1163, and R. Co. vs. Novet, 199 S. W. 496. 

It is impossible, it is said, to distinguish in principle be- 
tween damages due to delay and damage due to impairment 
of value by physical injury to goods. The person entitled to 
goods shipped cannot, on account of delay, refuse to receive 
them and sue for the full value. However, the unlawful refusal 
of the consignee to accept damaged goods, and his action in 
bringing suit for their value, is of no consequence where it does 
not appear that any different result would have been reached 
had the consignee received the goods in their injured condition 
and then sued for damages. G. C. & S. F. Ry. Co. vs. H. B. 
Pitts & Son, 83 S. W. 727. 

Where, however, the goods are so materially damaged as 
to destroy their value, the consignee may, of course, refuse to 
accept and sue for the full value, since in that event nothing 
that the consignee might do would lessen the loss and so dimin- 
ish the carrier’s liability. G. C. & S. F. Ry. Co. vs. H. B. Pitts 
& Son, 83 S. W. 727; McGrath vs. C. & W. C. Ry. Co., 75S. E. 44. 

The above is a statement of the law relating to the refusal 
of damaged goods by the consignee thereof. 

If a consignee may not lawfully refuse to accept damaged 
goods, but must accept them and hold the carrier liable in dam- 
ages, freight charges accruing as the result of the refusal of 
damaged goods may, in our opinion, be legally collected by the 
carrier, unless the carrier has authorized the further trans- 
portation of the goods or the further transportation has resulted 
in a mitigation of the damages to the extent that the amount of 
the damages for which the carrier is liable is lessened in the 
amount of the freight charges. See in this connection our an- 
swer to Michigan, on page 497 of the Sept. 10, 1938, Traffic 
World, under the caption “Damages—Cost of Repairs,” the 
principles of which, in our opinion, apply to the instant ques- 
tion. 


Notice of Claim—Filing of Claim Condition Precedent to 
Recovery of Damages 

New York.—Question: In case of claim against the railroad 
for breakage and probability of being unable to submit neces- 
sary data within the nine months limit prescribed, would a 
notice to the railroad carrier advising that claim is to be entered 
on such shipment, be sufficient to forestall the period of limi- 
tation ? 

Should notice of claim be insufficient, then what action is 
necessary to protect claimant’s interests without actual filing 
of claim papers? 

Answer: It is very generally held that the filing of a claim 
as required by the bill of lading is a condition precedent to 
recovery. See Watts vs. Southern Ry. Co., 138 S. E. 290 (cer- 
tiorari denied, 48 S. Ct. 764); Wholesale Coal Co. vs. C. & O. 
Ry. Co., 114 S. E. 715; Farmers’ Grain & Supply Co. vs. A. T. 
& S. F. Ry. Co., 242 Pac. 151; American Railway Express Co. 
vs. The Fashion Shop, 10 Fed. (2d) 909. 

It has been held in several cases that the provisions of the 
bill of lading requiring notice of claim, or the filing of claim 
cannot be waived. See Rogers & Co. vs. Eastern Carolina Ry., 
118 S. E. 885; Stern vs. American Ry. Express Co., 198 N. Y. S. 
531; Brown, King & Co. vs. Davis, 199 N. Y. S. 775; Jenckes 
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Spinning Co. vs. N. Y. N. H. & H. R. R. Co., 129 Atl. 815; 
G. F. & A. Ry. Co. vs. Blish Milling Co., 241 U. S. 190, 36 S. Ct. 
541; C. & O. Ry. Co. vs. Martin, 283 U. S. 209, 51 S. Ct. 453. 

There is no provision at the present time in paragraph (b) 
of Section 2 of the Bill of Lading Contract Terms and Condi- 
tions for the filing of a notice of claim. Therefore, an action for 
damages is barred at the present time, unless time remains 
within which to file claim which will satisfy the requirements 
of the statutory provision. See the decision of the Supreme 
Court of the United States in Chesapeake & Ohio Railway Co. 
vs. H. E. Martin, 283 U. S. 209, 51 S. Ct. 453. 


Tariff Interpretation—Application of Rule 16, Section 3, of 
Consolidated Classification 


Massachusetts.—Question: A question has arisen concern- 
ing the interpretation of Section 3 of Rule 16, Consolidated 
Freight Classification 13, which defines a less carload shipment 
as follows: A single shipment of less than carload freight, on 
one shipping order or bill of lading is lot received from one 
shipper, at one station, at one time, for one consignee and one 
destination. 

Shipper A loaded a ferry car containing various less car- 
load shipments, including one to point B of 47 lbs. at which 
time a bill of lading was issued and later in the day another 
shipment weighing 57 Ibs. was loaded in the same car for the 
same consignee and same destination. All of the bills of lading 
covering shipments in the ferry car were rendered to the car- 
riers at the completion of the loading of the car. It was later 
realized that these two small shipments should have been con- 
solidated and bill of lading issued as one shipment instead of 
two, thereby eliminating one charge. It is the carrier’s conten- 
tion that it is inconsistent with Rule 16 to correct the original 
billing and consolidate both shipments as one consignment and 
charge accordingly. 

Will you publish an answer to this question and if the 
shipper is entitled to such consolidation? 

Answer: We locate no decision of the Commission in which 
this question has been considered, but in our opinion the less 
than carload rate must be charged on each of the two shipments. 

The Commission has held in a number of cases relating to 
the question of whether the carload or less-than-carload rating 
should be applied on a shipment, that the manner in which the 
shipment is tendered, that is, whether as a carload or less than 
carload, determines the applicable rate. See Endicott Johnson 
Corp. vs. Delaware, L. & W. R. R. Co., 172 I. C. C. 89; Belt Line 
Brick Co. vs. Illinois C. R. Co., 168 I. C. C. 89; Smith & Sons 
Carpet Co. vs. Director General, 132 I. C. C. 593. 


The principle of these cases, namely, that the manner in 
which a shipment is tendered is, in our opinion, applicable in 
the present instance. See, also, G. W. Sheldon & Co. vs. Wabash 
R. Co., 38 I. C. C. 569, and Scudder vs. Texas & P. Ry. Co., 22 
I. C. C. 60, interpreting Rule 14 of the Classification and hold- 
ing that the less-than-carload rates were applicable to lots of 
freight covered by separate bills of lading. 


Motor Carriers—State Versus Interstate 


New York.—Question: Your answer to Wyoming, page 317, 
Traffic World, August 5, 1939, under the above caption. 


It seems to us that the decision of the Commission quoted 
in part in your reply is rather indefinite and hardly satisfies the 
query made by your subscriber. More to the point, we feel, 
are the decisions of the Commission in No. MC-88687, Miller 
Contract Carrier Application, 7 MCC 63; No. MC-94959, Brock 
Common Carrier Application, 9 MCC 153; and No. MC-2768 
(Sub. No. 1), Bituminous Distributing Service, Extension, 9 
MCC 477. Also the decision of the Supreme Court of South 
Dakota, Buckingham Transportation Co. vs. Black Hills Trans- 
portation Co. et al., 281 N. W. 94. 


Answer: The decisions to which you refer are, as you state, 
more to the point than that cited in our answer. 


NO DATE FOR THANKSGIVING 


A revised list of holiday dates issued by the National In- 
dustrial Traffic League indicated Thanksgiving day in 1939 
will fall some time in November, but no definite date is shown. 
The exact date of some of the holidays is not shown for the 
reason that the date is determined each year by the state or 
local authorities, says E. F. Lacey, executive secretary, in ex- 
planation of the revised list. It is based on the list issued by 
the committee on demurrage, storage, reconsignment and di- 
version of the Association of American Railroads’ transporta- 
tion section, revised as of May, 1939. This list supersedes the 
one issued by the League January 26, 1938, for the guidance 
of members in checking holidays for the determination of 
demurrage and storage charges. 
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Doings of the Traffic Clubs 


Items for this column are solicited and when they are sent and 
not published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are usually 
not sufficient, because often they are received too late to be of value. 
The Traffic World goes to press in Chicago Friday of each week. News 
of coming or past events, such as meetings, dinners and election of 
officers, is desired. If publicity is looked for it should be made the duty 
of some one in the club to keep us adequately and promptly informed. 
—Editor The Traffic World. 





The first fall dinner and meeting of Traffic Club of Denver, 
Col, was held at the Denver Dry Goods Company tea room 
September 8. S. P. Bolin, chairman of the entertainment 
committee, was in charge of the program which followed the 
dinner. 





The Canton, O., Traffic Club held a golf outing August 
9 at the Shady Hollow Country Club. Nearly 200 railroad 
and industrial traffic men from Canton and other cities par- 
ticipated. J. R. Ellis, traffic manager, Superior Sheet Steel 
Company; R. E. Wise, traffic manager, Hygenic Products Com- 
pany, and W. D. Dodge, traffic manager, Union Metal Manu- 
facturing Company, were in charge of the outing. 





The Traffic Club of Kansas City, Kan., will hold its open- 
ing fall luncheon at the Hotel Phillips September 11. There 
will be community singing and a program of entertainment. 
The club’s bowling league rolled its first games of the season 
September 8 at the Cocked Hat alleys. Twelve teams are en- 
tered in the league. 





The first fall dinner meeting of Women’s Traffic Club of 
Greater New York will be held September 12 at the Aldine 
Club. Election of officers and reports of officers and commit- 
tee chairmen will be included in the business of the evening. 
The nominating committee is composed of Mary Sawicke, chair- 
man; Jean Steinfeld, Edith Bennett, Lillian Boyland and Cath- 
erine Cooney. 





The Milwaukee Traffic Club will hold a noonday luncheon 
meeting September 11 at the New Pfister Hotel. H. A. Wilson, 
general agent, Erie Railroad, Milwaukee, Wis., will speak on 
‘The Port of New York.” His talk will be accompanied by 
motion pictures obtained from the Port of New York Authority. 





The final golf outing of this season of the Traffic Club 
of Chicago will be held at the Medinah Country Club Septem- 
ber 14. J. J. Barrett, John Houston, Harry Scheel, and J. J. 
Jacobs, who qualified in the elimination round, will play for 
the 1939 club championship. D. S. Mackie, chairman of the 
sports and pastimes committee, is in charge of the outing. 





_ The educational committee of the Cincinnati Traffic Club, 
In cooperation with the University of Cincinnati, will offer 
courses in traffic management, beginning September 25, at 
the University’s evening school. Following is a list of the 
courses, with the respective instructors: Principles of traffic 
management, Joseph S. Birsinger, Procter and Gamble Com- 
pany; rates and tariff, Harold R. Hendrick, Cincinnati Chem- 
ical Works, Inc.; rate and tariff laboratory, Charles F. Heuser, 
Service Bureau Company; regulation and commission pro- 
cedure, R. A. Ellison, Service Bureau Company; motor carrier 
management and regulation, Robert W. Smith, district super- 
visor, bureau of motor carriers of the Commission. 





The Traffic Club of Lehigh Valley will meet September 18 
at the Hotel Bethlehem, Bethlehem, Pa. A meeting of the 
board of governors will precede dinner. Al Enoch, chairman of 
the speaker’s committee, in conjunction with the entertainment 
committee, will sponsor a quiz contest. Questions pertaining 
to traffic problems will be used and prizes will be awarded 
to the successful contestants and to those submitting questions. 





“Taxes—and You” will be the subject of the September 11 
meeting of the Traffic Club of Newark, N. J., at the Robert 
Treat Hotel. Speakers of the evening will be Donald R. 
tevens, president, New Jersey Taxpayers Association; Alvin 
- Burger, director, department of governmental research, New 
Jersey State Chamber of Commerce, and Thomas R. Sweeney, 
past-president, Maplewood Civic Association. The club’s an- 
nual outing will be held September 19 at the Rock Spring 
Country Club, West Orange, N. J. A buffet luncheon, an inter- 
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city golf match, a steak dinner and water sports and exhibi- 
tions will be included in the day’s activities. Bernie Flynn, Jr., 
is chariman of the outing committee. 





The Transportation Club of Buffalo, N. Y., will hold its 
final golf outing of the season September 12 at the Wanakah 
Country Club, Wanakah, N. Y. Players will compete in qualify- 
ing rounds for the Duane Tower Trophy and a cup donated by 
Jack D. Curtis, Jr., president of the club. Golfers who have 
qualified in the play-offs will meet at the Erie Downs Golf and 
Country Club, Fort Erie, Ont., September 21, at which time 
the trophies will be awarded. 





The Women’s Traffic and Transportation Club of Baltimore, 
Md., has announced its schedule of meetings for September and 
October. September 13 will be the monthly dinner meeting at 
the Hotel Longfellow at which T. R. McKeldin will speak on 
“The Five Nations”; September 20, homecoming meeting of the 
study club; September 23, trip to Sagamore Farm; September 
25, meeting of the executive committee; October 4, meeting of 
the study club; October 11, monthly dinner meeting; October 
15, trip to Sandy Cove; October 18, meeting of study club; 
October 30, meeting of the executive committee. 





The Women’s Traffic Club of Los Angeles held a supper and 
business meeting in the rooms of the Los Angeles Transportation 
Club, Pacific Electric Building, September 6. Members of the 
club with birthdays in September had charge of the entertain- 
ment program. 





Arthur M. Marshall, traffic engineer, will speak on “Gov- 
ernment Regulation of Motor Carriers” at a meeting of the 
Women’s Traffic Club of Springfield, Mass., at the Hotel Kim- 
ball September 14. 





Dan Murphy, sheriff of San Francisco County, spoke on 
“Views of the Labor Situation in San Francisco” at the Tues- 
day traffic forum of the Pacific Traffic Association of San Fran- 
cisco September 5. 





The Women’s Traffic Club of San Francisco held a splash 
party at the Fairmont Terrace Plunge and followed with a 
dinner at the Torola Cafe September ?. The affair was 
planned by Janet Davis, chairman of the entertainment com- 
mittee. 





The Birmingham Traffic and Transportation Club will 
hold its second annual industrial night dinner dance at the 
Thomas Jefferson Hotel September 20. Special honor will be 
paid to the Alabama Mining Institute. Heath S. Clark, presi- 
dent, National Coal Association, will be the guest speaker. 





The Minneapolis Traffic Club wil! hold its final golf outing 
of the season at the Minneapolis Country Club September 15. 
Dinner will be served. Spencer L. Parker is chairman of the 
club’s golf committee which is arranging the affair. The club’s 
bowling league, consisting of eight six-man teams, will begin 
its season either September 18 or 25, depending on the comple- 
tion of new alleys at the Minneapolis Recreation Center. Vic 
Scholz is president of the league. 





The Traffic Club of Kalamazoo resumed activities after 
the summer with a business meeting, September 5, at which 
George J. Bolender, traffic manager, Hercules Powder Com- 
pany, was elected vice-president to fill the unexpired term of 
E. J. Buikema, representative, Interstate System, who resigned 
because of his transfer to another city. The club will hold a 
golf outing September 19. 





The Traffic Club of Wilmington, Del., will hold a golf out- 
ing at the Kennett Square Golf and Country Club, Kennett 
Square, Pa., September 18. Competition will be for the Kirby 
and Kirby trophy. Luncheon and dinner will be served. R. J. 
McCormick is chairman of the club’s sports committee, which 
is in charge of the affair. 


RAILWAY EDITORS’ MEETING 


The fall meeting of the American Railway Magazine Edi- 
tors’ Association will be held at the Greenbrier Hotel, White 
Sulphur Springs, W. Va., October 27 and 28. Officers of rail- 
roads to whom the member editors report will be guests. Co- 
incident with the meeting, there will be held at the Greenbrier 
Hotel a public relations conference of the Chesapeake and 
Ohio. Those attending the editors’ meeting have been invited 
to attend the conference session on the morning of October 27 
and the conference dinner on the evening of that day. 
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Personal Notes 





Charles Donnelly, president of the Northern Pacific Rail- 
road, died September 4 at his home in St. Paul, Minn. He was 
69 years old and had been president of the road since Decem- 
ber, 1920. He entered service with the railroad in its legal 
department in 1903. 

Frank Thomson scholarship awards to two sons of Penn- 
sylvania Railroad employes have been announced by H. A. 
Enochs, chief of personnel of the railroad. The awards for 
four-year college courses were made to James W. Diffenderfer, 
Jr., son of J. W. Diffenderfer, Sr., train dispatcher, Colling- 
wood, N. J., and William J. Andrews, son of Charles R. An- 
drews, chief accountant, Philadelphia, Pa. The scholarships 
were founded by children of Frank Thompson, president of 
the Pennsylvania from 1897 to 1899. 

L. S: Rand has been appointed superintendent of the 
Louisiana and North West Railroad following the retirement 
of W. M. Kent. Mr. Rand will continue his duties as traffic 
manager. 


W. F. Minehan, assistant vice-president, international 
banking department, Bank of America, was the guest speaker 
at the September 7 meeting of the Oakland Foreign Trade and 
Harbor Club, Oakland, Cal., held at the Hotel Coit. He spoke 
on “Following the Sun with Foreign Exchange Traders.” 


The Baltimore and Ohio-Alton has announced the appoint- 
ment of Albert M. Bishea as agricultural agent, with headquar- 
ters at Chicago. 


Robert H. Brown has been appointed eastern traffic man- 
ager for Cooper Motor Express, Inc., with headquarters at 
Philadelphia, Pa. 

Allen Gould, who had been assistant traffic manager for 
the Chicago and North Western since 1920, has been appointed 
traffic manager for that railroad. His headquarters are at 
Chicago. 

F. S. Baird has been appointed general coal freight agent 
of the Norfolk and Western, Roanoke, Va., to succeed G. C. 
Van Zandt, who retired after 48 years with that railroad. 
Other appointments of the road at Roanoke include C. F. 
Keeley and H. G. Rardin, assistant freight traffic managers; 
N. R. Lehmann, J. R. Cutright and C. H. Pernter, assistant 
general freight agents. 


The Pere Marquette has announced the following appoint- 
ment at Chicago: J. E. Clark, general agent; and L. J. 
Hurckes, commercial agent. 


Roy L. Mitchell has been appointed assistant operations 
manager in charge of flying for the American Airlines, Inc., 
Chicago. 

The Fort Dodge, Des Moines and Southern has announced 
the appointment of Harold Gustofson as general agent, with 
headquarters at Des Moines, Ia. 


Before his appointment as assistant general solicitor for 
the St. Louis Southwestern Railway on September 1, John W. 
Murphy was assistant general attorney for the St.:Louis-San 
Francisco, not assistant general attorney for the St. Louis 
Southwestern, as stated in this column last week. 


W. J. Ford has been appointed general freight agent for 
the Chicago, Rock Island and Pacific at St. Louis, Mo. 


John J. Ryan has been appointed soliciting freight agent 
for the Mississippi Valley Barge Line at St. Louis, Mo. 


Dr. Ludwig M. Homberger, author and lecturer in the field 
of transportation and formerly a vice-president of German 
National Railway Company, will serve as visiting lecturer on 
problems of transportation and communication at the graduate 
school of the American University, Washington, D. C., accord- 
ing to an announcement by Chancellor Joseph M. M. Gray. 
Dr. Homberger, said the announcement, had served as a rail- 
road executive both before and after the German railroads 
were nationalized and had made an informational study of 
communication problems as well as transportation problems 
in continental Europe, England, and the United States. Other 
well known figures in the field of transportation and communi- 
cation, the university said, who would also give regular series 
of lectures included two members of the Commission, Dr. 
Walter M. W. Splawn and Dr. Clyde B. Aitchison. Dr. Charles 
S. Morgan, assistant director of the bureau of motor carriers 
and Dr. William H. S. Stevens, head economist of the Commis- 
sion, the announcement, said, were also named as lecturers by 
Chancellor Gray. 
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WHEN THE LAW IS AN ASS 


Editor the Traffic World: 

I quite agree with your editorial of September 2 and the 
obvious conclusion that, under the circumstances recited, the 
law at times becomes an ass. 

But, unfortunately, what is so often obvious is not always 
so simple. We forget that the power to regulate commerce 
among the states includes the power to protect that commerce 
against undue burdens or obstructions of any kind. 

Moreover, who said that manufacturing or mining is not 
commerce? Some lawyers did, granted, withal, that, while 
they said it, they sat on the highest bench. The conception of 
other lawyers now is that commerce begins when mining, for 
instance, commences, and any coal operator who denies it will 
do so with his fingers crossed. 

So that, after all, what at times seems so obvious is not 
always quite so simple. In any event it does not always make 
sense. But I enjoyed your editorial and I quite agree with you, 

C. E. Widell, Traffic Manager, 
Tennessee Products Corporation, 
Nashville, Tenn., Sept. 7, 1939. 


TRAFFICMEN’S ASSOCIATION MEETING 


The first full membership meeting of the Trafficmen’s Asso. 
ciation of America will be held at the Sherman Hotel, Chi- 
cago, the evening of September 14. The association was organ- 
ized a year ago “for the more effective expression of the friendly 
and helpful spirit of men in the traffic profession and to bring 
about a materialization of substantial and worthwhile bene- 
fits” (see Traffic World, Jan. 21, p. 155). 


RAIL EMPLOYMENT 

Employes of Class I steam railways, excluding switching 
and terminal companies, at the middle of August, 1939, totaled 
1,004,619, an increase of 6.9 per cent compared with August 
last year, and an increase of .25 per cent compared with July 
this year, according to a compilation made by the Commis- 
sion’s Bureau of Statistics. Statistics of the various classes of 
employes for the respective periods follow: 

Executives, officials, and staff assistants, 11,750, .73 per 
cent decrease, and .19 per cent decrease; professional, clerical, 
and general, 163,399, 1.71 per cent increase, and .2 per cent 
decrease; maintenance of way and structures, 225,845, 11.06 per 
cent increase, and .3 per cent increase; maintenance of equip- 
ment and stores, 258,694, 11.04 per cent increase, and .04 per 
cent increase; transportation (other than train, engine and yard), 
125,625, 2.78 per cent increase, and .19 per cent increase; 
transportation (yardmasters, switch-tenders, and _hostlers), 
12,111, 2.35 per cent increase, and .13 per cent decrease; and 
transportation (train and engine service), 207,195, 5.21 per 
cent increase, and .91 per cent increase. 


FREIGHT CAR INTERIOR PLACARD 

The Freight Claim Division of the Association of Amer- 
ican Railroads has sent to its district managers, for showing 
at claim prevention meetings, copies of a placard developed by 
the Corn Products Refining Company, Chicago, and attached 
by that company to the inside of each box car loaded at its 
siding. The placard carries a number of suggestions in the 
form of cartoons for the handling and stowing of freight, below 
which is a detachable coupon addressed to the consignee. The 
consignee is asked, in case of damage to the contents of the car, 
to specify the nature of the damage and to recommend steps 
to be taken to prevent its recurrence, and to forward this 
information to the Corn Products Refining Company. 

In a letter accompanying the placard sent to the district 
managers, C. H. Dietrich, executive vice-chairman of the 
freight claim division, says that it not only helps the consignee 
to discover means of improving his loading and stowing, but 
acts as a check on the work of the members of consignees 
shipping room staff who exercise additional care where they 
suspect that carelessness will be called to the attention of theif 
superiors through the returned coupons. 





I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: Stanton Ablett, Albany, N. Y.; Samuel E. Arono- 
witz, Albany, N. Y.; Thomas J. Bailey, Lansing, Mich.; Arthur 
W. Blackman, Boston, Mass.; Frank L. Burbridge, Omaha, Neb.; 
Hugh Brown Campbell, Charlotte, N. C.; LeRoy Collins, Talla- 
hassee, Fla.; Everett E. Cook, Gulfport, Miss.; Dudley Cornell, 
Albuquerque, N. M.; Fenton B. Culley, Jr:, Evansville, Ind; 
Charles F. Cummins, Lansing, Mich.; Jay Abram Darwin, New 
York, N. Y.; Frank J. Duffy, Phoenix; Ariz.; Ralph P. Edger- 
ton, Spokane, Wash.; Robert. J., Firman, Erie, Pa.; David 
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Shannon Ford, Fort Smith, Ark.; Marcus Franks, New York, 
N. Y.; Mark E. Garber, Carlisle, Pa.; Herman Ginsburg, Lin- 
coln, Neb.; Emmett Ray Hauk, Kingsport, Tenn.; William S. 
Hershman, Boston, Mass.; Alfred William Hesse, Jr., Philadel- 
phia, Pa.; James L. Hoxie, St. Louis, Mo.; John Newton Hughes, 
Des Moines, Ia.; Richard J. Hughes, Trenton, N. J.; Henry H. 
Hunt, Hartford, Conn.; Hunter L. Johnson, Tulsa, Okla.; John 
W. Kaste, Portland, Ore.; Jerome S. Klein, Chicago, Ill.; Lowell 
L. Knipmeyer, Kansas City, Mo.; William W. Knox, Erie, Pa.; 
C. Vernon Langlois, Salt Lake City, Utah; John Neal La 
Velle, St. Louis, Mo.; J. R. Lewis, Las Vegas, Nev.; Malcolme 
Storey Lindsay, Houston, Tex.; Wilford Reed Lutz, Smith 
Center, Kan.; Charles S. Macaulay, Chicago, Ill.; John Mur- 
doch MacGregor, New York, N. Y.; Rowland B. Mahany, Titus- 
ville, Pa.; Louis M. Mallin, Atlantic City, N. J.; John Smiley 
Marshall, Cleveland, O.; Michael J. Martin, Scranton, Pa.; 
Gilbert Edward McDonald, Madison, Wis.; Mark McGee, Fort 
Worth, Tex.; Harold Frederick McGuire, Washington, D. C.; 
Harold H. McLean, Detroit, Mich.; D. Howe Moffat, Salt Lake 
City, Utah; Hal H. Mosier, Waterloo, Ia.; Milton F. Napier, St. 
Louis, Mo.; Eugene J. Nathan, Albany, N. Y.; Harold H. 
Neff, Charleston, W. Va.; Floyd E. Nelson, Minneapolis, Minn.; 
Samuel C. Otto, New York, N. Y.; Paul F. Perkins, Boston, 
Mass.; Max M. Plesser, Indianapolis, Ind.; Earl F. Requa, 
Seattle, Wash.; Benjamin A. Rimkufsky, Atlantic City, N. J.; 
Sol Rubenstein, Albany, N. Y.; Wayne W. Ryan, Clay Center, 
Kan.; Tom Pool Scott, Waco, Tex.; Harry Silverman, Omaha, 
Neb.; John Hubert Smith, Kingman, Ariz.; Carl B. Sturzen- 
acker, Los Angeles, Calif.; Paul E. Talley, Little Rock, Ark.; 
William A. Thie, St. Louis, Mo.; Roger F. Turner, Milton, 
Mass.; Horace William Vought, Middleburg, Pa.; J. McClel- 
lan Wassell, Austin, Tex.; Ernest Lee Williams, Denver, Colo.; 
a = Wissler, Lancaster, Pa.; Hugh M. Woods, Jr., Den- 
ver, Colo. 


REVENUE TRAFFIC STATISTICS 


Class I steam railways, exclusive of switching and termi- 
nal companies, had freight revenue of $255,420,203 in June this 
year and $1,450,996,974 in the six months ended with June this 
year as compared with $222,415,263 and $1,293,914,454, respec- 
tively, in the corresponding periods last year, according to a 
Commission compilation (statement M-220). 

These roads had passenger revenue of $38,428,441 in June 
this year and $198,062,672 in the six months ended with June 
this year as compared with $34,833,372 and $196,389,325 re- 
spectively, in the corresponding periods last year. They car- 
ried 127,251,086 revenue tons of freight in June this year as 
compared with 107,534,013 tons in June last year, and 695,968,- 
003 tons in the six months ended with June this year as com- 
pared with 624,818,385 tons in the six months ended with June 
last year. In this compilation the Commission pointed out that 
the passenger traffic statistics of the Southern Pacific Company’s 
electric lines at San Francisco were omitted from the 1938 
figures because of the transfer of the lines to the Interurban 
Electric Railway Co. 


CHICAGO-NEW YORK PULLMAN REDUCTIONS 


A reduction of 25 per cent in the round-trip fares for 
travel in Pullman cars from Chicago to New York has been 
announced by the New York Central and the Pennsylvania. 
The reduction, effective September 15 and continuing until Oc- 
tober 28, is effective on tickets sold on Fridays and Saturdays 
only, with a return limit of eight days. The reduction is not 
effective on the New York Central’s Twentieth Century Limited 
or the Pennsylvania’s Broadway Limited. The new reductions 
on both roads and corresponding reductions in Pullman fares, 
bring the cost of a round-trip from Chicago to New York down 
to $36.80 plus $9.45 for a lower berth, and $33.15 plus $5.85 for 
an upper berth. The existing 30-day round trip rate of $28.20 
on coaches, which has been in effect for some time, will re- 
main in force also until October 28. 


CHANGE IN DOCKET 


Hearing in I. & S. 4686, assigned for September 7, at Washington, 
D. C., was cancelled. 


POSITION OPEN—Young man of good character about 25, fon 
position in traffic department of oil company in central territory. 
Qualifications: College education, stenographer and typist, some rate 
experience. To the right man an attractive proposition will be offered. 
Address Box IIL-1, Traffic World, 418 S. Market St., Chicago, Il. 





You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Docket of the Commission 





NOTE—Iitems In the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancej. 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


September 11—Washington, D. C.—Examiner Griffin: 
28256—State Corp. Comm. of Va. et al. vs. B. & O. et al. 


September 11—Washington, D. C.—Examiner Esch: 
27469—Virginia Lime Products Co., Inc., vs. C. & O. 


September 12—Washington, D. C.—Examiners Cheseldine and Valentine: 
Fourth section application 17887—Aluminum to central territory. 
Fourth section application 17712—Fertilizers to Burlington, Vt. 


September 13—Fort Smith, Ark.—Hotel Goldman—Examiner Simmons: 
1. & S. M-788—Chairs, wooden, Fort Smith, Ark., to St. Louis, Mo, 


September 13—Omaha, Neb.—Hotel Fontenelle—Examiner Dawson: 
1. & S. M-778—Harris, Claude E., commodities in Colo., Ill. and Neb, 
September 13—Washington, D. C.—Examiner Glover: 
Fourth section application 17971—Pulp, wood (woodpulp), not pow- 
dered or charred, from north Atlantic ports. 
September 14—Akron, O.—Portage Hotel—Examiner Hendon: 
* MC F-1002—Motor Cargo, Inc., purchase, Shippers Transportation Co, 
September 14—Cincinnati, O.— Hotel Netherland Plaza — Examiner 
Wilkins: 
28252—Codell Construction Co. vs. C. & O. 
28258—Cincinnati Sheet Metal & Roofing Co. vs. P. R. R. et al. 
September 14—Richmond, Va.—Hotel Richmond—Examiner Johnson: 
1. & S. 4619—Switching charges at Richmond, Va. 
September 14—Washington, D. C.—Examiner Way: 
Fourth section application 16905—Grain and grain products to Chi- 
cago, Ill. 
September 14—Washington, D. C.—Examiner Weems: 
28303—Ohio Calcium Co., Inc., vs. B. & O. et al. 


September 15—Chicago, IIl.—Hotel Sherman—Examiner Linn: 
MC 43711, Sub. 1—Auto Forwarding Co., Chicago. 
September 15—Chicago, IIl.—Morrison Hotel—Examiner King: 


* 28000, Sub. 21—Application of Ill. Cent. and Alton for approval of 
proposed modification of systems or devices under section 26(b) 
of the interstate commerce act. 

September 15—Cincinnati, O.— Hotel Netherland Plaza — Examiner 
Wilkins: 

28294 and Sub. 1—Rich Ladder & Manufacturing Co. et al. vs. A. 
C. & Z. & al. 


September 15—Cincinnati, O.—Hotel Netherland Plaza—Jt. Bd. 37: 

* MC F-1004—Cincinnati, Newport & Covington Ry., purchase, Dixie 
Traction Co., Inc. 

* MC F-1005—Cincinnati, Newport & Covington Ry., merger, Black 
Diamond Stages, Inc. 

* MC F-1006—Cincinnati, Newport & Covington Ry., issuance of stock. 


September 15—Salt Lake City, Utah—State Comm.—Examiner Olentine: 
MC 68857, Sub. 1—Salt Lake Transfer Co., Salt Lake City, permit to 
extend operations. 


September 15—Washington, D. C.—Examiners Cheseldine and Valentine: 
Fourth section application 17817—Silicon carbide to Philadelphia. 
September 15—Washington, D. C.—Examiner Glover: 
Fourth section application 17839—Petroleum products from Coffeyville, 
Kan. 
September 15—Washington, D. C.—Examiner Curtis: 
1. & S. 4697—Rules for loading watermelons. 


September 15—Washington, D. C.—Examiner Way: 

Fourth section application 17899—Newsprint paper rates from points 
in Canada to Lake ports in the U. S. 

Fourth section application 17900—Newsprint paper rates from points 
in Canada to Syracuse, N. Y. 

Fourth section application 17901—Newsprint paper rates from Port 
Alfred, Quebec, Canada, to Philadelphia, Pa. 

Fourth section application 17902—Newsprint paper rates from points 
in Maine and Quebec to Philadelphia, Pa. 

Fourth section application 17903—Newsprint paper rates from Bath- 
urst, New Brunswick, Can., to Philadelphia, Pa. 

Fourth section application 17891—Newsprint paper rates from points 
in Canada, N. E. and T L. territories to points in T. L. and Cen- 
tral territories. 

Fourth section application 17968—Newsprint paper to Baltimore, Md. 

September 16—Chicago, IIIl.—Hotel Sherman—Jt. Bd. 17 and Examiner 
Linn: 
MC 78670—Montegna & Co., Chicago, permit. 
MC 83120—Ideal Motors, Inc., Chicago, certficate or permit. 


September 16—Harrisonburg, Va.—U. S. Court—Examiner Messer: 
1. & S. M-780—Good’s Transfer, commodities Md. to Harrisonburé, 
Va. 


September 18—Boston, Mass.—State Bldg.—Examiner Coyle: 
Ex Parte MC 22—New England motor carrier rates. 
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September 9, 1939 


STRENGTH for Protection ! 
COLOR for Attention! 
THE HINDE & DAUCH PAPER COMPANY 


CORRUGATED SHIPPING BOXES 
EXECUTIVE OFFICES: SANDUSKY, OHIO 





QUAKER LINE 
and 
CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Afeer, —~— hag Philadelphia, Baltimore, Norfolk, 
Newport N ws, Savannah, J Jacksonville , Cristobal 
and 


San Diego, Los Angeles, Sen Francisco, Oakland, Stockton, Sacramento, 
Portland, Seattle and Tecoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 
Piedsiohe~ & £3 Beiding mare . ita St. 
el 
jortolk—111 E. viene Street 
Baltimore—Keyser Building 
Boston—33 Broad Street 


ors 
jo re O. Box 





OUSTON 


PROVIDES THE HIGHEST TYPE 
FACILITIES POSSIBLE, DESIGNED 
TO EXPEDITE YOUR SHIPMENTS. 


FOR INFORMATION REGARDING 
OUR ADVANTAGEOUS SERVICES, 
OR FOR ASSISTANCE ON ANY 
SHIPPING PROBLEM, PLEASE 
ADDRESS— 


J. Russell Wait 


Director of the Port 
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for Dependable 


WSUS SOLO Ae 


and Merchandise Distribution in 


e CHICAGO 
e KANSAS CITY 
e LOS ANGELES 


use the unsurpassed facilities of 


CROOKS 


TERMINAL WAREHOUSES, inc. 


New York Office—271 Madison Ave. 
Chicago—433 W. Harrison St. 
Kansas City—1104 Union Ave. 


associated with 
OVERLAND TERMINAL WAREHOUSE CO. 
1807 E. Olympic Blvd., Los Angeles 


for additional detailed information see 
TRAFFIC WORLD WAREHOUSE GUIDE LISTINGS 
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ws Huber 
S. Calumet Ave. : 
Chicago WhO SO) = le > 63°) 1 


Daily Refrigerator Service Between 
CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO KY 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting fines serving all pelats In Kentucky, Tennessee, North Carclina, South Carolina and Georgia 
























ROUTE GALVESTON= 


For EFFICIENT, 
ECONOMICAL SERVICE 
and QUICK DISPATCH 


Galveston Wharf Company 


Est. 1854 
Geo. Sealy, Pres. F. W. Parker, V. P. & G. M. 


REPRESENTATIVES WANTED 


For 


SHIPPERS 


Consolidated 
TARIFF INDEX 


SHIPPERS SERVICE BUREAU 
Mills Bldg., Washington, D. C. 
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Professional Services Directory 


Commercial Traffic Managers Traffic Counselors 
Traffic Bureaus 1.C.C. Practitioners 


ne 
Traffic managers will find this section of value in getting 
outside assistance on special work and in answering inquiries 
from smaller shippers who wish to obtain these special 
services. 


ROY W. FLETCHER 





Traffic 


Statistician and Consulting Accountant—30 Years. d 
Investigations—Cost og er ang — Rate an 
Case Data — Statistica nalyses — Ass nee to 
Counsel in Transportation Matters Commerce 
2346 Daily News Building Specialists 


CHICAGO, ILL. 





Statistical | HENRY J. SAUNDERS 


and Consulting Engineer, Statistical and 
Accounting Analyst 
Cost Studies of Operating Costs and Traffic 
Analyses 644 Transportation Bldg. 


WASHINGTON, D. C. 
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September 18—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 37467—Glosson-Hancock, Inc., Bonlee, N. C., certificate. 
MC 60297—Harris Bros. Transfer Co., Charlotte, certificate or permit, 


September 18—Chicago, II|.—Sherman Hotel—Examiner Linn: 
MC 47389—Federal Cartage Co., Chicago, certificate or permit. 


September 18—Denver, Colo.—Public Utilities—Jt. Bd. 50: 
MC 1456, Sub. 3—Colorado-Wyoming Express, Denver, certificate to 
extend operations. 


September 18—Indianapolis, Ind.—Public Service Comm.—Jt. Bd. 21: 
* MC-F 969—Kain’s Motor Service, Inc., purchase, L. J. Carr. 


September 18—Lynchburg, Va.—U. S. Court—Examiner Stiles: 
28039—Traffic Bureau, Lynchburg Chamber of Commerce for Suhling 
& Co., Inc., vs. N. & W. et al. 
28284—Traffic Bureau, Lynchburg Chamber of Commerce for Lynch- 
burg Iron & Metal Co. vs. Erie et al. 


September 18—Memphis, Tenn.—Peabody Hotel—Examiner King: 

* 28000, Sub. 22—Application of trustees, C. R. I. & P., for approval 
of proposed modification of systems or devices under section 26(b) 
of the interstate commerce act. 


September 18—Omaha, Neb.—Hotel Fontenelle—Examiner Wilkins: 
1. & S. 4694—Stop-off to unload cereals on Pacific coast. 
September 18—Philadelphia, Pa.—Benjamin Franklin Hotel—Examiner 
Clifford: 
* MC-F 968—Horlacher Delivery Service, Inc., purchase, E. P. Parker, 
September 18—Pittsburgh, Pa.—Federal Bldg.—Examiner Borroughs: 
|. & S. M-786—Store and window displays, Jersey City to central ter- 
ritory. 


September 18—Pittsburgh, Pa.—Federal Bldg.—Examiner Smith: 
* MC F-939—Harmony Short Line Motor Transportation Co., purchase, 
Welsh Bus Transportation. 


September 18—Pocatello, ida.—U. S. Court—Jt. Bd. 39: 
MC 88857, Sub. 3—O. M. Collett, Salt Lake City, Utah, certificate to 
extend operations. 


September 18—Washington, D. C.—Commissioner Aitchison: 
Finance 11040—St. L. S. W. reorganization. 


September 18—Washington, D. C.—Examiner Carter: 
1. & S. 4511—Estimated weights on citrus fruits. 


September 18—Washington, D. C.—Examiner Way: 
Fourth section applications 17621, 17840 and 17871—Iron and steel 
articles to the east—iron and steel, rail-water-rail rates. 


September 18—Washington, D. C.—Examiner Lyle: 

* Finance 12422—Application of G. C. & S. F. for authority to acquire 
certain terminal facilities of Ft. W. & R. G. at Brady, Tex. 

* Finance 12421—Application of Ft. W. & R. G. for permission to 
abandon and G. C. & §S. F. to abandon operation of line in Mc- 
Culloch county, Tex. 


September 19—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 
MC 12187—Bergen Shipping Service, New York, license. 
MC 76323—Transportation Service, Brooklyn, license. 


September 19—Chicago, IIl.—Sherman Hotel—Jt. Bd. 13: 
MC 72997, Sub. 1—Liberty Trucking Co., Inc., Chicago, certificate to 
extend operations. 
MC 47415, Sub. 1—M. G. Ackley, Aurora, Ill. 


September 19—Denver, Colo.—Public Utilities—Examiner Corcoran: 
MC 8681, Subs. 4 and 5—Western Auto Transports, Inc., East Chl- 
cago Heights, Ill., certificate to extend operations. 
September 19—Detroit, Mich.—Hotel Ft. Shelby—Examiners Disque and 
Lawton: 
28190—New automobiles in interstate commerce. 
1. & S. 4620—Automobiles, C. F. A. to east and south. 
1. & S. M-675 and 1st and 2nd sups.—Automobiles—central states to 
east and south. 
Fourth section application 17635—Automobiles to southern territory. 
September 19—Los Angeles, Calif.—State Comm.—Examiner Armes: 
28244—L. A. Cox et al. vs. A. T. & S. F. et al. 


September 19—Louisville, Ky.—Brown Hotel—Examiner Hendon: 


* MC-F 991—Silver Fleet Motor Express, Inc., purchase, Germann 
Brothers Motor Transportation, Inc. 

September 19—Newark, N. J.—U. S. Court—Jt. Bd. 67: 

* MC F-984—Public Service Interstate Transportation Co., merger, 


Jersey Bus Lines, Inc. 


September 19—Washington, D. C.—Examiner Jewell: 
Finance 11662—N. Y. O. & W. Ry. Co. reorganization. 
September 19—Washington, D. C.—Examiner Cunningham: 
1. & S. M-711—Milk, canned and powdered, between Baltimore and 
York. 


September 19—Washington, D. C.—Examiner Glover: 

Fourth section application 18005—Coke, petroleum and coke breeze, 
petroleum, from Lockport, Ill., to Mobile, Ala., and New Orleans, 
La. 

September 20—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 

1. & S. M-796—Dixie Freight Lines, classes from and to Columbus 
Ga. 

1. & S. M-798—Distributing services in southern states. 

September 20—Billings, Mont.—Northern Hotel—Examiner Olentine: 

1. & S. M-803—Class rates between Chicago, Ill., and Billings, Mont. 


September 20—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 
MC 8585, Sub. 2—F. D. Grand Trucking Co., Inc., Brooklyn, certif- 
icate to extend operations. 
MC 12177—Motor Coach Charter Service, Inc., New York, license. 
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